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TEACHING TRANSPORTATION 


There has come to our.attention a list of final ex- 
amination questions in the traffic management course of 
the Y. M. C. A., 6f Dertver, Colorado, which is given by 
Erl H. Ellis. We do not know that Mr. Ellis is any more 
able ithan other instructors in the technical parts of the 
courses he gives—nor, indeed,~in the broader- phases of 
his courses—but, nevertheless, some of the questions he 
asks his classes appeal to us as showing an appreciation, 
not only of the value an industrial traffic manager may 
be to:his employer in-a-techni¢al-and narrow sense, but 
of the much greater value he may be to his employer, his 
community and himself by understanding the broader 


‘phases of his profession and by learning how to apply 


what he knows to commercial problems in a business 
way. For instance, Mr. Ellis asks: 


Thinking over the general features or divisions of the 
course, in what direction did you gain the most new ideas or in 
which part did you find the most new material? In what 
specific ways do you think your concept of a traffic manager’s 
job has been broadened? What new relationships between the 
traffic manager and his company (employer) have impressed 
you and that you have now and did not have when you started 
the course? 


About two’weeéks ago the Denver Chamber of Commerce 
adopted a resolution urging Congress to place the water car- 
riers, transporting goods from one state to another via the 
Panama Canal, under the same supervision as rail carriers now 
are. Why are such water common carriers not so regulated 
now? Give a. suggestion.as to how Congress should do this. 
What do you understand the Chamber of Commerce wants done 
to the water carriers. or, what would regulation similar to rail 
carriers“actually :mean, -along: broad lines, to. the water carriers? 
What would be the effect of such regulation on the actual rate 
level or ‘tariffs of the water carriers, do you think? Why? Give 
your. best explandtion as to.why you think the.Chamber of 
Commeree passed¢such-a resolution, or why do you, as a traffic 


manageér, approve or disapprove ‘of’ the resolution.as far as. your _ 


Denver company 4s-concernéd?s. = 


“The “western: carriérs“{as-a wroup of roads operating west 
of: ‘th Misissippt-River} ave. swithis, t the last three weeks filed 
avipaatstion under ‘section 15-& with I. C. C. for “increased 
ratesst,” Discuss=thissat Sache leaeerat you are able, mentioning 
among other: “things? "Under what general provision or theory 
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increased rates and not all railroads; would one railroad“be en- 
titled to file such a petition; what is the relation between such a 
case or hearing and the hearings that are going on all the time 
such as are suggested in question 8; exactly what relief_.do the 
western carriers want; if relief is granted. them, how .will it be 
fitted in with decisions reached in hearings such assare men+ 
tioned in problem 8; and what sort of facts or allegations” do 


you think the western carriers put in their petition for increased 
rates: 


Suppose the president of the concern for which you are: “the 
traffic manager should consult you about the héaring resulting 
from the application of the western carriers for higher rate 
(Question 9), and says he wants to appear therein and fight the 
application and urge as one objection that the D. & R. G. W. 
Ry: Co. has been reorganized on a bad basis and has altogether 


_ too large a bonded debt and ought not to be allowed to earn 


interest on that, and that a lot of railroads probably have 
“watered stock.” What are you going to tell him as to the 
validity or poorness of his. specific objections and what general 
advice will you offer him as to the attitude he should :take as 
to the application? 


The purpose of such questions as these and such in- 
struction as will enable students to answer them is to 
teach students to think and to.apply the knowledge they 
have gained, which is, or should be, the object of all edu- 
cation. Schools of all kinds are full of instructors’ who 
think it the chief end of their profession to cram the 


heads of their pupils full of knowledge. The instructor 


who imparts, not only knowledge, but the information 


as to how that kttowledge " is to’ eve and — is 
the real instructor. 

We know of no business in which such instruction—or 
such inspiration, if one is not in school—is soimuch 
needed as in the traffic business. Anyone acquainted 
with traffic men knows scores of them who may he ex- 
celléntly. equipped to handle the technical end of’ their 
jobs but who have no conception of and no interest in 
the wider aspects of the industries that employ them or 
in the community or geographical territory in which they 
are located, failing to understand that the greater in- 
cludes the smaller and that, if their community prospers, 
their individual industries will also probably prosper. 
We know of no greater need in industrial traffic manage- 
ment than something that will, give industrial traffic 
managers the broad point of view. The fault, of course, 
is not altogether with them. Their employers are to 
blame for not requiring of them the kind of ability and 
effort we speak of. But the employe could:s6on4setl the 
idea if he had it. Therefore, such instruction ‘as the kind 
we have been commenting on is to be commiended. No 
doubt there are many other instructors who are ‘teach- 
ing along similar lines, If so we are glad. If not, ESO, i it 


ought to be so and we hepe ‘it-will become: 80, Fe 


"wee 
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FOR SATISFACTION SHIP BY TRACTION 
W. H. Wylie, Traffic Manager, Ninth and Adams Streets, Springfield, Illinois 
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THE CANADIAN RATE PROBLEM 

The freeing of the hands of the Canadian Railway 
Commission in dealing with rate questions, with the sin- 
gle exception of the tariff on grain and flour eastbound, 
is said to have met with a surprisingly general degree of 
approval in Parliament. It was expected that it would 
meet with a favorable reception from Liberals and Con- 
servatives, but it was feared that it might arouse bitter 
opposition among the Progressives. There are, of course, 
many of the Progressives who are opposed to the gov- 
ernment proposals, but the feeling is by no means as 
widespread as had been expected. \ 

There are several elements in the situation that are 
said to be causing some, even among the western farmer 
members, to hesitate in their condemnation. In the first 
place, they are getting what is by far the most important 
part of the Crow’s Nest Pass agreement—namely, the 
eastbound rates on grain and flour. These are being con- 
tinued and their application is being broadened. Under 
the agreement, as interpreted by the Supreme Court, 
those rates were, presumably, limited to stations on the 
Canadian Pacific in 1897. . Under the legislation pro- 
posed by the government, there would be no discrimina- 
tion in flour rates, which would appear to mean that they 
must apply generally, though, of course, the precise ef- 
fect of this legislation would have to be determined later 
by the Railway Commission. 

This is one consideration that is leading the west- 
erners to look carefully before condemning, without 
qualification, the proposed solution of the Canadian rate 
problem. Another point that is being studied has to do 
with the general “equalization of rates” which the gov- 
ernment has commended to the Railway Commission. If 
the west gets rates made on an equal basis with the east, 
it has been stated that they would not need the Crow 
agreement at all. 


A third element in the policy that is being pointed 
out as favorable to the west, is the direction of the gov- 
ernment to the Railway Commission to consider rates 
in view of the movement of traffic through the Panama 
Canal. It is argued in some circles that this will lead 
to a lowering of rates as between east and west, and, if 
this should prove to be the case, again the west would 
benefit. 

Meanwhile, there is said to be no doubt that it is 
the opinion of a majority in Parliament that it is good 
public policy te give the Railway Commission complete 
control of rates. Probably a majority could have been 
found for a proposal that would have left the hands of 
that body entirely free, giving it control of rates on grain 
and flour as well as on all other commodities. This, how- 
ever, was considered politically impracticable in view of 
the close relations between the Liberals and the Pro- 
gressives. Moreover, it was held by a good number that 
it was better to make a concession from the ideal method 
of handling the situation rather than create a feeling of 
discontent in a large part of the country. 

In view of the growing realization that there is con- 
siderable benefit likely to accrue to the west from the 
general revision of rates by the Railway Commission, 
particularly in regard to the points mentioned, the pres- 
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ent outlook is that there may not be a big fight over the 
proposed legislation in the House. 


RATE STRUCTURE REVISION 

In its reply to briefs filed with the Commission in 
response to its request for advice as to how it should 
proceed under the Hoch-Smith resolution of Congress, 
the National Grange raises before us once more, with re- 
lentless logic, the horrid vision of what Congress in- 
tended by its resolution, how the advice of the Presi- 
dent’s Agricultural Conference materializes in it, and 
what the Commission may be expected to do under it. 
It is all very well for clever lawyers to point out that the 
resolution does not mean what the layman might take 
it to mean, and for men with selfish interests or patriots 
without them to argue the havoc that will be wrought 
if the Commission follows the course the National 
Grange thinks has been set for it, but the resolution is 
there and the Commission must deal with it and act 
under it. Will it obey the evident intent of its master, 
Congress, or will it adopt some strategic policy that will 
enable it to evade the order? Much as we deprecate the 
policy that led to the adoption of this resolution by Con- 
gress and much as we hope that, in some way, its con- 
sequences may be avoided, we cannot escape the convic- 
tion that the policy of the administration, as voiced by 
the President of the United States and his Agricultural 
Conference and as put into an order to the Interstate 
Commerce Commission by Congress in the Hoch-Smith 
resolution, has been that rates on agricultural commodi- 
ties must be reduced in order to help the farmer, and that 
other industries than agriculture were included in the 
resolution that it might not be class legislation. It is 
political rate making of the worst kind, but Congress has 
the power to order what it wishes with respect to freight 
rates. 


NICKEL PLATE MERGER HEARING 


The Trafic World Washington Bureau 


The Commission has granted in part the petition filed by 
members of the committee representing Chesapeake & Ohio 
minority stockholders in the Nickel Plate merger case asking for 
permission to intervene in the proceedings in which the Van 
Sweringen brothers and other officials of the Nickel Plate were 
authorized to hold positions in the Chesapeake & Ohio, and for 
rehearing. The Commission reopened the proceedings “for such 
further proceedings as may hereafter be ordered.” In the peti- 
tion of the stockholders’ committee it was alleged, in effect, that 
misrepresentations had been made in the original proceeding. 
and the Commission was asked to set aside the original orders. 

When O. P. Van Sweringen took the witness stand for 
further cross-examination, June 18, question arose as to the 
right of H. W. Anderson, counsel for the C. & O. minority stock- 
holders, to inquire into the affairs of the companies in which 
the Van Sweringen brothers were interested before they bought 
the Nickel Plate. Newton D. Baker, of counsel for the Nickel 
Plate, objected to Mr. Anderson’s questions as to the capitaliza- 
tion and ownership of the Terminal Properties Company, a real 
estate company of Cleveland, stock of which, Mr. Van Sweringen 
testified, had been pledged as a part of the collateral for the 
$2,000,000 loan obtained from the Guardian Trust & Savings 
Bank, of Cleveland, for the initial payment on the Nickel Plate 
property, and also which represented part of the Van Sweringens’ 
contribution to the Nickel Plate Securities Corporation. 

In answer to questions by Mr. Anderson, Mr. Van Sweringen 
had testified that $5,100,000 of common stock of the Terminal 
Properties Company, together with $520,000 cash, was put into 
the Nickel Plate Securities Corporation. When Mr. Anderson 
asked further questions as to the capital structure and ownership 
of the Terminal Properties Company, Mr. Baker objected, saying 
that no objection had been made to giving information about the 
Van Sweringens’ private corporations which held railroad stock, 
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but that objection was made to going any further back in view 
of Mr. Van Sweringen’s statement. under oath that there was no 
New York Central or other railroad interest in these transac- 
tions. Mr. Anderson said he desired to go fully into the affairs 
of the Terminal Properties Company. 

Mr. Baker said he had read the record in the Nickel Plate 
hearing with “perfect amazement” as to its size, in view of the 
fact that the only issues involved were whether the proposed 
unification was in the public interest and whether the terms and 
conditions were fair, and that by common consent it had come 
to be understood that if the terms were not fair, the Commission 
should impose such conditions as would make them so. 

Mr. Baker asserted that the questions propounded by Mr. 
Anderson with reference to the Terminal Properties Company 
were not only outside the scope of the proceeding, but would 
cumber the record. He said if that line of questioning were 
allowed, there would not only not be unification of railroads, 
but no termination of the hearing. He said Mr. Van Sweringen 
had the right to ask that his personal affairs not related be not 
brought into the case and that the proposed questions involved 
searching into the affairs of other people who were not concerned 
in the Nickel Plate proceeding. He said he had no objection to 
Mr. Anderson asking whether there was any New York Central 
or other railroad interests involved. Mr. Anderson said he did 
not have to accept Mr. Van Sweringen’s conclusion as to whether 
the New York Central was interested, because it was notorious 
that railroad financial relations were more often indirect than 
direct and that he had a right to inquire who were interested 
and draw his own conclusions as to whether they disclosed any 
railroad connections. He said he wanted to go, also, into the 
affairs of the Cleveland Terminals Company, because the Nickel 
Plate was under obligations to carry the entire burden of the 
Cleveland terminal station, of which the cost now ran to $60,- 
000,000, and would run probably to $100,000,000 before it was 
finished. He said that matter was of vital interest to C. & O. 
stockholders. He said he proposed to inquire into every phase 
of the various financial transactions under which the Nickel 
Plate system had been built up, as to the persons connected 
with it, not directly, but through relations with financial in- 
stitutions, he said. He admitted that the record had grown to 
an enormous size, but said that until Mr. Van Sweringen took 
the stand it had no bearing on the issues of the case. 

Mr. Baker, in his discussion, said that Mr. Anderson was 
trying to interject a “mob atmosphere” into the proceedings and 
was making suggestions and insinuations for the record and for 
the newspapers, denial of which must necessarily follow 
“limpingly.” 

Commissioner Meyer finally announced that he would confer 
with some of his colleagues in the noon hour with reference to 
the line of questioning proposed by Mr. Anderson. 

At the afternoon hearing, Commissioner Meyer overruled ob- 
jections to Mr. Anderson’s questions. Mr. Van Sweringen, on 
advice of counsel, declined to answer the questions. Mr. Baker 
then asked that the matter be argued before the entire Commis- 
sion. This request was granted and Commissioner Meyer an- 
nounced that the argument would be heard next Wednesday. 

T. C. Powell, vice-president of the Erie, took the stand to 

submit data and maps with reference to the advantages that 
would accrue to the shipping public from unification of the 
properties. 
: The day before Mr. Van Sweringen resumed the witness 
stand, Mr. Colston, for the Nickel Plate, put on the stand-several 
witnesses representing coal mining companies operating in C. & 
‘O. territory, who testified in support of the application. 


“SOUTHWESTERN CLASS RATES 


The Trafic World Washington Bureau 


*“The whole of the working week beginning June 15 was 
assigned by the Commisison to arguments on No. 13535, Corpora- 
tion Commission of Oklahoma vs. Aberdeen & Rockfish: et al., 
involving class rates in the southwest. Seven formal docket 
Gases, one suspension case, six fourth section applicatins and 
parts of another were massed into what has become known 
as the Southwestern Class Rate Case, consolidated. Time was 
assigned to forty odd attorneys and traffic managers for the 
discussion of the issues tendered in the formal cases, those 
created by the suspension case, the fourth section applications 
= the proposed report submitted by Attorney-Examiner W. A. 
Disque. 

Applications for time in which to argue the case, if granted 
in full, would have carried the arguments over a period of three 
weeks. Much of the demand for time resulted from the fact that 
seemingly Disque’s report ignored rates and rate levels estab- 
lished by the Commission in prior minutely litigated cases, as 


for instance No. 14313, Certain-teed Products case, in which the 


Commission adopted and extended the scale used in disposing of 


‘No. 9702, Memphis Southwestern Investigation, so as to cover the 


southwest, in so far as rates on roofing were concerned. The 
Disque report,-as construed by A. B. Hayes, attorney in the 
Amagamated Roofing case, would have the effect of raising the 
rates prescribed in the Certain-teed case from 28 to 40 per 
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cent. Allegations of like import were made by attorneys who 
had fought out issues in other cases, Paul E. Blanchard character. 
izing the report as equivalent to a determination that house 
cleaning was necessary, but that the way to do that was to 
throw out the phonograph and burn the house and its other 
contents. His interest was in tin cans, rates on which had been 
fixed, he contended, in such a way as to preclude their changing 
in this case because there was no testimony in this one to con. 
trovert the testimony in the earlier case. 

Paul A. Walker, attorney for the Oklahoma commission, who 
used the whole of the morning of the first day speaking for the 
leading complainant, made something of an argument for the 
report when he said that Oklahoma so long had suffered from a 
maladjustment of rates that it hoped for relief in this case. He 
alleged that there were rate valleys all around the states, the 
low levels militating against Oklahoma, which he said, despite 
the bad adjustment of rates, owing to her mineral resources 
and their development, had gone forward faster than some of her 
neighbors. 

But Mr. Walker did not stand up for the Disque report. On 
the contrary, he took marked exception to a proposal therein 
that the master scale proposed by Disque should apply only in 
a small part in southern Missouri and practically not at all in 
Kansas, but that rates in the excepted parts of those states, in- 
cluded within southwestern territory, by inference, should be 
only 90 per cent of the scale. He called attention to the fact, 
as he said, that the Commission in No. 9702 declared the traffic 
and transportation conditions in the southwestern territory 
were similar, if not identical, and therefore Mr. Walker could 
not see why the Disque report should carve out part of the 
territory for different treatment, especially in view of the fact, 
as stated by him, that Oklahoma had more population per square 
mile of territory, and more population per mile of railroad than 
Kansas. His suggestion was that, if any division of the territory 
were to be made, but he said specifically that he was not 
advocating anything of the kind, that Oklahoma should be put 
with Kansas and Missouri and separated from the other parts 
of the southwest. 

The foregoing paragraphs, it is believed, indicate the general 
line of arguments about the Disque report. Many divisions and 
sub-divisions naturally were presented by attorneys representing 
parts of the adjustment, territorially speaking, or particular 
commodities, as indicated by the points made by Messrs. Haynes 
and Blanchard. The men to whom time was assigned were: 

Paul A. Waker, Oklahoma commission; H. J. Conley, Musko- 
gee Traffic Bureau; J. K. Moore, Oklahoma Traffic Association; 
A. E. Bazan, Wichita; E. H. Hogueland, Kansas cities; Paul E. 
Blanchard, Armour & Co.; J. H. Tedrow, Kansas City; Ross D. 
Rynder, Swift & Co.; J. H. Henderson, Iowa commission; E. P. 
Byars and A. L. Reed, Dallas Chamber of Commerce; E. A. 
Haid, Arkansas interests; U. S. Pawkett and R. Q. Lee, West 
Texas Chamber of Commerce; E. H. Thornton, Galveston; E. J. 
Jackson, San Agelo, Tex.; S. J. Rice, Amarillo, Tex.; C. A. 
Willingham, Waco Chamber of Commerce; E. M. Gleason, Tex- 
arkana Freight Bureau; H. E. Ketner, Austin, Tex.; E. R. 
Tanner, El Paso Freight Bureau; L. M. Hogsett. Houston 
Chamber of Commerce; W.S. Cornell, Shreveport; Edgar Moul- 
ton, New Orleans; C. N. Nesom, Alexandria Chamber of Com- 
merce; P. W. Coyle, St. Louis Chamber of Commerce; R: W. 
Ropiequet, East Side Manufacturers’ Association; J. S.: Davant, 
Memphis; J. P. Haynes, Chicago Association of Commerce; N. D. 
Belnap, Chicago steel shippers: Ralph Merriam. Confectioners’ 
Association; L. C. Reineke, Wrigley & Co.; J. H. Johnston, 
Oklahoma Cotton Seed Crushers’ Association; A. B. Hayes, 
Amalgamated Roofing Co.; C. D. Drayton. Certain-teed Products; 
J. R. Allen, Carey Co.; T. A. Bosley and D. A. Dashiell, National 
Fertilizer Association; W. E. Rosenbaum, Southern Acid Co. 
et al.; J. H. Noble. American bottlers; J. S. Burchmore, Oklahoma 
glassware manufacturers; E. W. Int, Cotton Oil Co.; M. G. 
Roberts and W. T. Hughes, southwestern lines; G. H. Muckley, 
Scuthern Pacific; and F. W. Gwathemy, south Atlantic lines. 


GUARANTY CERTIFICATES 

In a certificate issued under section 209 of the transportation 
act, the Commission has notified the Secretary of the Treasury 
that the Sandy Valley & Elkhorn Railway Company owes: the 
United States $189,944.79. 

The Commission has certified to the Secretary of the Treas- 
ury that the Northern Pacific, Big Fork & International Falls. 
Minnesota & International, Billings & Central Montana, and 
Gilmore & Pittsburgh, the Northern Pacific acting as agent for 
all, owe the United States $1,269,905.20 on account of overpay- 
ment under the guaranty provisions of section 209 of the trans- 
portation act. The Commission said it had found that the total 
amount necessary to make good the guaranty to the carriers 
was $10,905,094.80, and that advance payments totaling $12,175,- 
000 had been made. 

The Commission has certified to the Secretary of the Treas- 
ury that $362,453.02 is the amount necessary to make good the 
guaranty, in final settlement, to the Kansas City Southern, Ar- 
kansas Western, ‘Poteau Valley and Texarkana & Fort Smith. 


An advance payment of $600,000 was made, the total guaranty 
being $962,453.02. 
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| Current Topics _ | 


in Washington 





Put Not Your Trust in Princes.—Nothing remains of section 
206 (f), of the transportation law, other than a reminder of the 
days when the shippers of the country were admonished not to 
worry the gods on high Olympus by bringing complaints against 
the railroads while the war lasted, lest their attention be dis- 
tracted from winning the war by the necessity of defending 
themselves. After the war was won, it was suggested, there 
would be time to settle such private quarrels. Congress did its 
share toward making good that implied promise by enacting the 
paragraph of section 206 reading: “The period of federal con- 
trol shall not be computed as part of periods of limitations in 
actions against carriers or in claims for reparation to the Com- 
mission for causes of action arising prior to federal control.” 
But the Supreme Court of the United States, in William Danzer 
& Co., Inc., vs. Gulf & Ship Island and Fullerton Co. vs. Northern 
Pacific, has wiped that legislation off the books. If there is 
any area in which it has effect no one seems to have been able 
to find it. By its words, the statute seemed to relate to things 
that happened prior to federal control. Inasmuch as control 
lasted more than two years, there never could have been a day 
when the statute was worth the paper on which it was written. 
That was pointed out to the court, but it shook its head. As 
there is no one, as popular report has it, Justice Holmes once 
said, between the court and God, its decision must stand as the 
law of the land. Congress can do nothing about it—unless it 
should think of trying to appropriate money to pay the repara- 
tion claims based on the theory that the statute was worth 
something. Shippers might as well write down as a definite 
loss all the money they expected to get back from the carriers. 
Justice Butler said the running of the two years’ period not 
only barred the remedy, but destroyed the liability, which is 
the language in the Wolf case. A respectable company of lay- 
men who do not profess to know the law will always reserve 
the citizen’s right to refer to the opinion in that case, as well 
as in the Danzer case, as fair rhetoric but nothing more, even if 
used by a justice of the Supreme Court, to which other members 
of the court assented. Justice Butler referred to the contention 
in behalf of retrospective application of section 206 (f), as fa- 
voring the creation of a liability: One of the oddities in the 
brains. of the aforementioned laymen is that they have long 
thought the common law made it unlawful for a common carrier 
to exact unreasonable rates and that the courts could order the 
return of the part that was unreasonable. When Congress 
enacted the act to regulate commerce they thought it put a 
limitation on that right of recovery to this effect: ‘You must 
obtain a declaration or finding from the Commission that the 
rate is unreasonable, and you must do it by filing the complaint 
within two years from the time the cause of action accrues.” 
Congress, they thought, placed a limit on that right which, 
theretofore, had been limited by the statutes of states. They 
thought it did not create the liability any more than enactments 
of any kind created the obligation of a promissory note. From 
that premise they argued that Congress, having set a limit of 
two.years in which a shipper had to exercise the right, also had 
the power to make the limit whatever period it desired. They 
thought the rule in Campbell vs. Holt, applicable, admittedly, to 
the obligations of promissory notes, the proper one to apply 
to the right to recover unreasonable charges, the obligation to 
return which Congress did not create, but recovery of which-it 
had limited in the act to regulate commerce. But they are all 
wrong, likewise the lawyers who made such contentions. All 
of which now shows how foolish it was of shippers who had 
causes for complaint to hold them up because McAdoo was win- 
ning the war and on the implied promise that they would obtain 
their dues when that feat was accomplished. The section has 
not been declared unconstitutional, but those who contended for 
the construction placed on it by the Commission were told that, 
if so construed, it would take property without due process of 
law. Now someone ought to try to construe it to mean some- 
thing, if possible. 





Concerning the Making of Books.—Arrival of the hundredth 
volume of the reports of the Commission probably will center 
the attention of others than the commissioners on the formidable 
output of the regulating body. It has been taking thought on 
the. subject of limiting the stream of words. Until the Isaac 
Joseph Iron Company case was found among the “unreported” 
opinions, the Commission ordered reported only those cases it 
thought decided something really new. But that case did decide 
something new, in the sense that it construed something in rela- 
tion to the fourth section different from what had theretofore 
seemed to be the law. When the facts in respect of that case 
were brought to light, the Commission fished it. out of the “un- 
reported”. file, dressed it up, and put it out. But it also went 
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to the extent of deciding to report all its decisions. _Howéver, 
it did not guard against the excessive use of language. It is 
understood that the commissioners are. now studying a plan to 
dispose of cases not involving any principle in a form that. will 
not require their inclusion in the volumes, or even printing in 
loose leaf. Expedition is now being accomplished by the issu- 
ance of the reports in typewritten form, which, for the duplica- 
tion of copies, are run off on a mimeograph machine. The Su- 
preme Court of the United States has what it calls per curiam 


. decisions. They are not the same as the per curiam decisions 


of many state courts. In fact, some state courts call their most 
carefully reasoned decisions per curiam productions, The per 
curiam decisions of the highest court are not models that any- 
one interested in the work of the Commission would wish used 
as a model by the Commission. They consist of the single word, 
“reversed” or “affirmed,” followed by a list of cases setting 
forth the grounds on which the affirmance or reversal is based. 
They are too brief. Chairman Aitchison, as reported in The 
Traffic World, has been working toward the use of fewer words, 
particularly by the examiners, who, after all, are the builders 
of the foundation in most cases. To most interested men that 
has seemed an obvious step. If successful, it may make un- 
necessary thought on the imitation of the per curiam decisions 
of the Supreme Court. 





Hash for the Pinks.—Socialists and communists in this 
country and some that do not acknowledge themselves to be 
either, have been making a feast off the fact that the War 
Department, in Washington, sells gasoline to officers and certain 
others connected with the military establishment at 13 or 14 
cents a gallon, bread at three, four, or five cents a loaf, and 
other articles needed about the house at large reductions. The 
Call, a pink daily in New York, has been talking about cheap 
bread and the man who started the story has confessed how 
and why he started the story about the two-cent loaf of. bread 
sold at army commissaries. His confession runs to the effect 
that the loaf was sold af the cost of the flour and yeast. The 
gasoline story is equally simple. A year ago the government 
was ahle to get a very low price on gasoline in tank carloads 
from 10.5 to 12 cents a gallon because production of.crude oil 
was large and some refiners had to get what they could for 
gasoline they had to produce if they wanted to be in position 
to buy crude when it might be not so plentiful. Drillers of 
wells have a habit of not selling to refiners who buy only when 
crude is comparatively scarce. That gasoline is being sold now 
at cost of getting it to the army filling station in Washington, 
plus five per cent for “overhead.” That is to say, if an army 
officer busy ten gallons of gasoline at 13 cents a gallon he pays 
6.5 cents. to cover the work of putting it into his car, the book- 
keeping, and the evaporation loss, which is ridiculous, because 
the wages of the man operating the pump probably amount to 
that much, But the fact is the taxpayers of the United States 
furnish the capital and pay all the other expenses so that army 
officers may have gasoline and other things at really less than 
cost, to the government, after that government has. bought -gas- 
oline at a distress price, .The story, after July 1, -will-be dif- 
ferent because, broadly speaking, there is no distress gasoline on 
the market now and the production of crude is less than the 
current consumption of its products. The theory:on which the 
War Department sells supplies to officers and.others-in the 
military establishment is that such men are stationed out on the 
frontier where they cannot obtain supplies in the regular way, 
and that they are not well paid. As a matter of fact, ‘there 
are few army posts where supplies are not to be had in the 
ordinary markets and, in a way of speaking, the few dollars 
saved by the officers in that way amount to an increase in 
their comfortable salaries. But, it is believed,-even the poorest 
accountant could show that the army sells at less than cost and 
that the low prices are not the results of cooperative: buying 
or any of the sort, as suggested by. a Boston newspaper in its 
comment on the low price of gasoline to army officers in Wash- 
ington. Were the practice not sanctioned by law it would be 
called “graft,” It, however, may tend to mislead some poorly 
informed persons who are inclined to the belief that all middle- 
men are robbers or grafters. 





McAdoo Administration Methods.—A reminder of the way 
the McAdoo administration of the railroads operated is con- 
tained in the application for a writ of certiorari filed in the 
Supreme Court by the American Railway Express Company, to 
bring up for review the Royster case, from the Virginia Special 
Court of Appeals. It asserts, in a calm, history-writing way, 
that, when McAdoo said he would deal with only one express 
company that would operate all over the United States, the 
Southern Express Company refused to turn its property over 
to such a company as McAdoo suggested. “The representative 
of the Director-General dealing with the Southern,” asserts the 
application, “said that he could make the Southern transfer its 
property to the single company to be formed and indicated that, 
if it did not, it would have its rates lowered which it was within 
the Director-General’s power.” The application continues that, 
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under practical compulsion, the Southern transferred its prop- 
erty to the American Railway Express company but that the 
transfer was not sought by it and was made only to obtain, as 
nearly as possible, the value of the physical property trans- 
ferred. It is interesting to speculate now on what would have 
taken place had the Southern persisted in its refusal. The 
chances, it is believed, were that the contract between the 
Southern Express company and the railroads over which it was 
operating would have been terminated rather than rates low- 
ered, Lowered rates would have given the Southern an over- 
whelming amount of business and, unless the rates prescribed 
had been so low as to have been conclusively confiscatory, they 
would have brought in much money and encouraged the Southern 
to persist in its opposition. There has been some curiosity as 
to the identity of the representative of the Director-General 
with whom the Southern was dealing. Those who know how 
irrascible and arbitrary the late C. A. Prouty some times could 
be, imagine it was he, though he was not alone in setting up 
that one express company idea and plan. Charles W. Stockton, 
who filed the petition and brief in support of it, probably was 
one of those to whom the Director-General’s threat was delivered 
and could answer the query because he was much involved in the 
negotiations. The fact that McAdoo was as much set on having 
one express company was well known at the time but that -he 
was using the big stick as indicated in the petition for certiorari, 
was not known.—A. E. H. , 


COMMISSION ORDERS 


The complaint in No. 13971, National Lumber Co. vs. New 
Orleans & Northeasterr R. R. et al., is dismissed. 

The complaints in No. 15175, Moore-Lawless Grain Co., 
V. ©. Moore, Receiver vs. Mo. Pac. R. R., Director-General, as 
Agent. No. 15175—Sub. No. 1, Same vs. Mo. Pac. R. R. et al.; 
and No. 15175—Sub. No. 2, Same vs. Mo. Pac. R. R., Director-Gen- 
eral as Agent, are dismissed 

The complaint in No. 15176, Glidderm Co. vs. Erie R. R. et al., 
is dismissed. 

The complaints in No. 15435, Smith & Duckworth et al. vs. 
Cc. C. C. & St. L. Ry. et al., and No. 15435—Sub. No. 1, Fred Goep- 
per & Son et al. vs. C. I. & W. R. R et. al., are dismissed. 

The complaint in No. 15441, Kieckhefer Container Co., suc- 
cessor to the Kaukauna Pulp Co., vs. C. & N. W. Ry., and Direc- 
tor-General, as Agent, is dismissed. 

The complaint in No. 15534, Northern Grain and Warehouse 
Co. vs. O. S. L. R. R. et al., and Sub. Nos. 1 to 17, inclusive, are 
dismissed. 

The complaint in No. 15774, the H-O Cereal Co. vs. A. T. & 
S. F. Ry. et al., is dismissed. 

The Commission has reopened its proceeding in No. 15710, 
Spreckles-Savage Tire Company vs. The Atchison, Topeka & 
Santa Fe Ry. et al., for further hearing. 

The Commission has denied the petition of the defendants 
for further hearing respecting refrigeration charges on tomatoes 
and cabbages in No. 14860, Mississippi Railroad et al. vs. Aber- 
deen & Rockfish R. R. et al. 

The Commission has dismissed the complaint in No. 16034, 
H. F. Stanley Lumber Co. vs. The Alabama & Vicksburg Ry. et 
al. 

The Commission has dismissed the complaint in No. 16044, 
Bolz Cooperage Corporation vs. Director-General, as Agent. 

The complaint in No. 16212, A. S. Lambertson Co. vs. C. R. 
R. of N. J. et al., is dismissed. 

The Commission has reopened for further hearing its pro- 
ceeding in No. 14974, Spokane Merchants’ Association vs. Amer. 
Ry. Express Co. 

The Commission has denied the complainant’s request for 
rehearing, reargument and reconsideration in No. 13229, Spencer 
Kellogg & Sons, Inc., vs. D. L. & W. R. R. et al. 

The defendant’s petition for rehearing and reconsideration 
in No. 14829, American Linseed Company vs. Erie R. R., has 
been denied. 

On the requests of the respective complainants that their 
complaints be dismissed, the Commission has dismissed the fol- 
lowing: 15288, Oklahoma Traffic Association et al. vs. Santa Fe 
et al.; 15550, the Board of R. R. Comm. of Iowa vs. Ann Arbor 
R. R, et al.; 15852, Keokuk Shippers’ Association et al. vs. 
Santa Fe et al.; 16277, H. S. Kohl vs. L. & N. R. R. et al.; 16554, 
Miami Traffic Bureau vs. A. C. L. R R et al; and 16885, the 
Bahr Brothers Mfg Co. vs. C. C. C. & St. L. Ry. et al. 

The Commission has dismissed its proceeding in No. 15514, 
Southern Cotton Oil Company vs. Director-General, upon learn: 
ing that the complaint has been satisfied. 


The Commission’s proceedinng in No. 4181, second indus- 
trial railways case, has been reopened for further hearing with 
respect to the rules for car hire settlements applied by the 
Chicago roads against the following four industrial common car- 
riers: Chicago Short Line Railway; Illinois Northern Railway; 
Manufacturers’ Junction Railway; and Pullman Railroad. 

The Union Stock Yards Company of Dayton, O., Peoria 
Union Stock Yards Company, Lafayette Union Stock Yards Com- 
pany, Evansville Union Stock Yards Company, and Louisville 
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Live Stock Exchange have been authorized by the Commission 
to intervene in No. 16746, Independent Slaughterers’ Traffic As- 
sociation et al. vs. N. Y. C. R. R. et al. 

The American National Live Stock Association has’ been per- 
mitted to intervene in the proceedings in No. 16844, Swift & 
Company et al. vs: Santa Fe et al., and in No. 16844, Sub-No. 
2, New York Butchers’ Dressed Meat Company et al. vs. A. C. 
& Y. Ry. et al. The Commission has also authorized the Taylor 
Packing Company, Louis Burk, Inc., John F. Felin & Co., Inc., 


. and F. G. Vogt & Sons, Inc., to intervene in No. 16844, Sub- 


No. 1, Wilson & Company, Inc., et al. vs. Santa Fe et al. 

The Commission has denied the petition of the Baltimore & 
Ohio Railroad Company requesting further extension of the time 
specified for fulfillment of the order of June 13, 1922, in No. 
13413, in the matter of automatic train-control devices. 

The Morton Salt Company and Myles Salt Company, Ltd., 
have been authorized by the Commission to intervene in No. 


17011, American Salt Company et al. vs. Abilene & Southern 
Ry. et al. 


The Commission has modified its certificate in Finance No. 
3385, by extending to January 1, 1926, and December 31, 1926, 
respectively, the time within which the Cambria & Indiana Rail- 
road Company shall commence and complete the construction of 
the extension of its line of railroad therein authorized. 


The Phoenix Portland Cement Company has been permitted 
to interevne in the proceeding in No. 16845 (Sub-No. 2), Lehigh 
Portalnd Cement Company vs. A. & V. Ry. et al. 

The Commission’s order of May 11 in No. 10583 (and Sub- 
Nos. 1 to 10, incl.), North Packing & Provision Co. et al. vs. 
C. M. & St. P. Ry., Director-General, et al., has been amended 
nunc pro tunc by striking out the word “unreasonable” appear- 


ing in the last paragraph and inserting in lieu thereof the word 
“unlawful.” 


The Western Union Telegraph Company has been author- 
ized by the Commission to intervene in the proceedings in Valua- 
tion No. 445, in re Grand Trunk Ry. Co. of Canada et al., and in 
Valuation No. 457, in re Chesapeake & Ohio Railway Co. et al. 

The Cannelton Sewer Pipe Company has been permitted to 
intervene in No. 16479 (Sub-No. 1), Chattanooga Sewer Pipe 
Works et al. vs. A. & V. Ry. et al. 

The Board of Trade of Kansas City, Mo., has been permitted 


to intervene in No. 16929, the Arkansas City Milling Company 
et al. vs. A. & V. Ry. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2434, the Commission has suspended from 
June 15 until October 13, schedules as published in Supplement 
No. 2 to St. Louis-San Francisco, I. C. C. No. 8456. The sus- 
pended schedules propose to cancel the present joint through 
rates, provided by the application of the St. Paul, Minn., basis 
of rates, from points in northern Iowa on the Chicago, Rock 
Island and Pacific Railway on shipments of wheat, corn, cereal 
products and articles taking same rates to St. Louis-San Fran- 
cisco Railway points in Oklahoma, and to apply higher combina- 
tion rates in lieu thereof. The following statement of rates to 
Oklahoma City, Okla., is illustrative: 


On corn, C. L., from Belmond, Manly and Sibley, Ia., present, 
36.5; proposed, Belmond 42.5, Manly 44, Sibley 48. 


In I. and S. No. 2435, the Commission has suspended from 
June 15 until October 13, schedules as published in Supplement 
No. 5 to Countiss’ tariff I. C. C. No. 1141. The suspended sched- 
ules propose to cancel through carload commodity rates on 
doors, not screened or glazed, veneered door panels, and kin- 
dling wood, in crates or bundles, from North Pacific Coast points 
to Michigan City and Gary, Indiana, which would result in the 


application of higher combination rates in lieu thereof. The 
following is illustrative: 


From Seattle, Wash., to Michigan City, Ind., doors, present 76, 
proposed 8714; door panels, present 7414, proposed 82 82. 


ACQUISITION OF TELEPHONE PROPERTY 


The Piedmont Telephone & Telegraph Company has been 
authorized by the Commission to acquire the property of the 


Rutherford County Telephone Company in Rutherfordton, Forest 
City, and Caroleen-Henrietta, N. C. 


Acquisition by the Bell Telephone Company of Pennsylvania 
of certain properties of the Bethel & Mt. A®tna Telephone & 
Telegraph Company at Wernersville, Hamburg, Lebanon, Read- 
ing and Sinking Springs, Pa., and by the Bethel & Mt. Attna of 
certain properties of the Bell company at Myerstown, Host and 
Womelsdorf, Pa., have been approved by the Commission. 

The York Telephone and Telegraph Company and the Bell 
Telephone Company of Pennsylvania have asked the Commission 
to approve sale by the Bell company to the York company of 
plant facilities in York and Adams counties, Pennsylvania, for 
the sum of $324,000. The applicant said approval of the appli- 
cation would result in elimination of duplication of service. 
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FAR SOUTHWESTERN RATES 


A comparatively extensive revision of rates on livestock, 
fresh meats, packing house products, peddler car service, and 
rates on cottonseed oil, meal, cake and hulls, and ice, from, to 
and between points in Texas differential territory, Arizona and 
New Mexico, to be made not later than September 8, has been 
ordered in No, 15027, Peyton Packing Co. et al. vs. Arizona 
Eastern et al. and I. & S. No. 2038, the schedules suspended in 
the last mentioned case carrying increased and reduced rates 
on livestock in Arizona, New Mexico and Texas, opinion No. 
10428, 100 I. C. C. 4-27, written by Commissioner McChord. The 
cases were heard separately but argued together. The Com- 
mission summarized the complaint as follows: 


Peyton Packing Company, El Paso, Tex., by complaint filed July 
8, 1923, alleges (1) that the following rates are unreasonable, un- 
justly discriminatory, and unduly prejudicial in violation of sections 
1, 2 and 3 of the interstate commerce act (a) on beef and _ stock 
cattle, in carloads, calves, sheep, goats, and hogs in single-deck and 
double-deck cars, from points in Missouri, Oklahoma, Kansas, Colo- 
rado, Arizona, New Mexico, and Texas, over interstate routes, to El 
Paso; (b) on fresh meats and packing-house products, in carloads, 
and in peddler cars, from El Paso to points in Arizona, New Mexico, 
and Texas; (2) that the following rates are unreasonable: (a) On 
cottonseed oil, meal, cake, and hulls, in carloads, from Arizona and 
California points to El Paso, and (b) on lard substitutes and vege- 
table cooking oils, in carloads, from El Paso to points in Arizona, 
Colorado, New Mexico, California, Texas, Oklahoma, Kansas, Mis- 
souri, and other points; (3) that defendants refuse to maintain joint 
through routes between El Paso, on the one hand, and points in 
Texas, Arizona, New Mexico, and Oklahoma, on the other hand, for 
the transportation of cattle and other livestock to El Paso and fresh 
meats and packing-house products from El Paso, in violation of 
sections 1 and 15 of the interstate commerce act. Complainants, El 
Paso Ice & Refrigerator Company and Consumers Ice Company, at 
El Paso, allege that the rates on ice, in carloads, from El Paso to 
points in Arizona and New Mexico are unreasonable. 


In the suspension case the schedules proposed both in- 
creases and reductions in the carload rates on livestock in both 
single and double deck cars between points in Arizona and New 
Mexico on the one hand and Deming and El Paso on the other. 
The carriers said that their object in readjusting the rates on 
livestock was to remove whatever undue prejudice to Cactus, 
Ariz., and undue preference of El Paso that might exist and that 
they were not seeking to establish rates higher than those pre- 
scribed by the Commission in that territory. 


After considering each phase of the subject the Commission 
made the following findings: 


1. That the rates on fresh meat and packing-house products, in- 
cluding vegetable cooking oils and lard substitutes, in carloads, in 
effect on and after July 1, 1922, from El Paso, Tex., to points in 
Arizona and New Mexico, where higher for corresponding distances 
than those shown in Appendix 1, have been, are, and for the future 
will be, unreasonable and unduly prejudicial to the extent that they 
exceeded, exceed, or may exceed for like distances the rates shown in 
Appendix 1; that the rates in effect prior to July 1, 1922, were 
unreasonable and unduly prejudicial to the extent that they exceeded 
for like distances the rates shown in Appendix 1, increase 12 per 
cent. 

2. That the interstate rates maintained on peddler-car quantities 
of fresh meat and packing-house products from Fort Worth, Tex., 
Oklahoma City, Okla., and Wichita, Kans., to points in Arizona, 
New Mexico, and Texas differential territory result in undue prefer- 
ence of packers located at Fort Worth, Oklahoma City, and Wichita 
and undue prejudice to complainant packer at El Paso; and that 
defendants should remove the undue prejudice by establishing, on 
fresh meats and packing-house products in less than carloads from 
El Paso to points in Arizona, New Mexico, and Texas differential 
territory, the rates shown in Appendix 1. 

3. That since July 3, 1921, complainant, Peyton Packing Com- 
pany, has made shipments at the rates herein found unreasonable 
and paid and borne the charges thereon; that it has been damaged 
in the amount that the charges paid exceeded those that would have 
accrued at the rates herein found reasonable, and that said com- 
plainant is entitled to reparation with interest. This complainant 
should comply with Rule V of the Rules of Practice. 

We find that the rates on cottonseed oil, in tank cars, from Los 
Angeles, Calexico, and El Centro, Calif., and from Pheenix, Ariz., 
to El Paso are and for the future will be unreasonable to the extent 
they exceed the following: 


From Los Angeles, 67 cents, from Calexico, 61 cents, from El 
Centro, 61 cents, and from Pheenix, 50 cents, in tank cars of 60,000 
pounds capacity, or less, minimum 98 per cent of the shell capacity 
of the tank; in tank cars of a capacity greater than 60,000 pounds 
the minimum shall be 60,000 pounds. 


We further find that the rates on cottonseed cake, meal, and hulls 
from Los Angeles, Calexico, and El Centro, Calif., and from Phe- 
nix, Ariz., to El Paso are and for the future will be unreasonable 
to the extent they exceed the following: 

From Los Angeles, 51 cents on cottonseed cake and meal and 41 
cents on cottonseed hulls; from Calexico and El Centro, 46 cents 
on cottonseed cake and meal and 37 cents on cottonseed hulls; and 
from Pheenix 40 cents on cottonseed cake and meal and 32 cents on 
cottonseed hulls; subject to minimum weight of 40,000 pounds on 
cottonseed cake and meal and 30,000 pounds on cottonseed hulls. 

We find that the rates on ice, in carloads from El Paso, Tex., to 
points in New Mexico and Arixona are, and for the future will be, 
unreasonable to the extent that they exceed, or may exceed, the rates 
for corresponding distances shown in Appendix 2. 


Decisions of Interstate Commerce Commission 
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Appendix No. 1, with head notes containing instructions as 
to its use, is as follows: 


Rates on Fresh Meats, Packing-house Products, Vegetable Cooking 
Oils, and Lard Substitutes Per 100 Pounds. 


For hauls over two or more lines a differential of 4 cents may 
be added to the rates shown in the following scale for distances of 
500 miles or less, and the rate so obtanied for 500 miles should be 
used as a minimum for greater distances. 

In computing distances under this scale the shortest routes via 
existing connections for the interchange of carload traffic shall be 
used, embracing as a maximum the lines of not more than three line- 
haul carriers for distances not exceeding 500 miles, not more than 
four line-haul carriers for hauls exceeding 500 but not exceeding 
800 miles and not more than five line-haul carriers for distances ex- 
ceeding 800 miles. Lines under common ownership or control will be 
considered as a single line, and where a portion of the same railroad is 
used more than once in computing a distance it will be counted as a 
separate line each time it is used. 

Packing- 
house prod- 
ducts, vege- 
table cooking 
oils, and lard 











Fresh meats substitutes 
Carload Carload 

minimum minimum Less 
21,000 Lessthan 30,000 than 
pounds carload pounds carload 
Distance Cents Cents Cents Cents 
0 miles and less....... Siarpamnem ie .s 25 14 18 
15 miles and over 10.......... « oo 28 15 19 
20 miles and over 15...... a 28 15 19 
25 miles and over 20... .cccccoe 19.5 29 15 20 
30 miles and over 25..... teates: ae 30 16.5 22 
36 miles and over $0......cccess  & 32 17.5 24 
40 miles and OVeCPr 25....ccccccece BB 35 19 25 
45 miles and over 40............ 25 38 20.5 27 
50 miles and over 45........... ; ae 40 22.5 29 
55 miles and over 50.....cccce- . B16 41 23 30 
GO miles and over 55... - 29.5 44 24.5 32 
65 miles and over 60........ 00s ow 46 25 33 
70 miles and Over 66....cccrccecs 88 48 27 35 
75 miles and 50 28.5 37 
80 miles and 53 29.5 38 
85 miles and 55 30.5 39 
90 miles and 56 31 40 
95 miles and 58 31 40 
100 miles and over 60 32 42 
110 miles and over 62 34 44 
120 miles and over 64 35 46 
130 miles and over 65 35.5 47 
140 miles and over 67 37.5 49 
150 miles and over 69 39 51 
160 miles and over pet 39.5 52 
170 miles and over 75 41 54 
180 miles and over 76 42 55 
190 miles and over 80 44.5 56 
200 miles and over 81 45 58 
210 miles and over 83 46.5 60 
220 miles and over 86 47.5 61 
230 miles and over 88 48 63 
240 miles and over 91 50 64 
250 miles and over 91 51 66 
260 miles and over 94 61 66 
270 miles and over 97 53 69 
280 miles and over 98 55 71 
290 miles and over Sacwaes 102 55 71 
300 miles and over 290........ ae 104 57 73 
310 miles and over 300............ TL 108 58 76 
320 miles and over 310......... oe 108 60 79 
330 miles and over 320..... seeees . 73 110 60 79 
340 miles and over 330.......... oo We 113 62 80 
350 miles and over 340............ 76 115 64 84 
360 miles and over 350........... . we 119 64 84 
370 miles and over 360........ ssiatet> Tae 120 66 85 
380 miles and over 370............ 80 120 68 87 
390 miles and over 380............ 83 124 68 87 
400 miles and over 390............ 84 126 69 90 
410 miles and over 400............ 85 130 71 94 
420 miles and over 410............ 87 131 73 95 
430 miles and over 420........ coe Te 131 73 95 
440 miles and over 430..... cheese ae 135 75 97 
450 miles and over 440........ a. | 137 76 101 
460 miles and over 94 141 79 102 
470 miles and over 95 142 79 102 
480 miles and over ‘ 97 146 80 104 
490 miles and over 480........... oe 146 80 104 
500 miles and over 490........... - 98 148 83 108 
525 miles and over 500............ 101 152 84 110 
550 miles and over 525......... oe: 157 87 113 
575 miles and over 550............ 108 163 90 117 
600 miles and over 575............ 110 164 91 119 
625 miles and over 600............ 113 170 95 124 
650 miles and over 625............ 117 175 97 126 
675 miles and over 650......... a 181 101 131 
700 miles and over 675............ 122 185 102 133 
725 miles and over 700........... - 126 190 104 135 
750 miles and over 725........... - 129 195 108 141 
775 miles and over 750........+06 « Sek 197 110 142 
800 miles and over 775...... wrache< 135 202 113 148 
825 miles and over 800........... . 197 206 115 149 
850 miles and over 825.......... os Bae 211 117 152 
875 miles and over 850......... -+. 144 217 120 157 
900 miles and Over 875.......cc006 146 219 122 158 
925 miles and over 3 mete 225 124 160 
950 miles and over . 230 128 166 
975 miles and over 950..........0. 157 236 130 168 


1000 miles and over 975............ 158 240 131 171 
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Appendix No. 2, and the instructions for its use, are as 
follows: 


Rates per 100 pounds on ice, in carloads, minimum 36,000 pounds. 

In computing distances under this scale the shortest routes via 
existing connections for the interchange of carload traffic shall be 
used, embracing as a maximum the lines of not more than three line- 
haul carriers for distances not exceeding 500 miles. Lines under com- 
mon ownership or control will be considered as a single line, and 
where a portion of the same railroad is used more than once in com- 
puting a distance it will be counted as a separate line each time it 


is used. 
Single Joint Single Joint 


Distance line line Distance line line 
Cents Cents Cents Cents 
10 miles and less....... 8 10 200 miles and over 180..23.5 25.5 


20 miles and over 10.. 8.5 10.5 220 miles and over 200..25 27 
30 miles and over 20.. 9 11 240 miles and over 220..26.5 28.5 
40 miles and over 30..10 12 260 miles and over 240..28.5 30.5 
50 miles and over 40..11 13 280 miles and over 260..30 32 
60 miles and over 50..12 14 300 miles and over 280..31.5 33.5 
70 miles and over 60..13 15 330 miles and over 300..33.5 35.5 
80 miles and over 70..14 16 360 miles and over 330..35 37 
90 miles and over 80..15.5 17.5 390 miles and over 360..36.5 38.5 
100 miles and over 90..16 18 420 miles and over 390..38 40 
120 miles and over 100..17.5 19.5 450 miles and over 420..39.5 41.5 
140 miles and over 120..19 21 480 miles and over 450..41 43 
160 miles and over 140..20.5 22.5 500 miles and over 480..42.5 44.5 
180 miles and over 160..22 24 


COMMISSION REMOVES ANOMALY. 


The Commission, in a report on No. 9702, Memphis-South- 
western Investigation (commodity rates part of it), written by 
Commissioner McManamy, opinion No. 10419, 98 I. C. C. 654-8, 
on further hearings has modified the findings in 77 I. C. C. 473, 
in respect of rates on fruits and vegetables, other than potatoes, 
in carloads, between St. Louis, Memphis and other Mississippi 
crossings, on the one hand, and points in Arkansas, southern 
Missouri and western Louisiana, on the other. The modified 
findings are to be put into effect not later than August 10. The 
report on this further hearing in that comparatively old case 
covers all the docket numbers gathered together and treated 
under the general investigation known as No. 9702. 

In the original report, 77 I. C. C. 4738, 548 and 549, the Com- 
mission prescribed, among other things a maximum scale of 
rates, described therein as Table 14 of Appendix 8, on fruits and 
vegetables, other than potatoes, between Memphis and Arkansas 
points, subject to class rates as maxima. To remove undue 
prejudice the Commission found that the rates between Memphis 
and Arkansas points should not exceed, for similar distances, 
intrastate rates on like traffic between points in Arkansas by 
more than the bridge toll of two cents, and that the rates from 
Memphis to Arkansas points should be no higher than those from 
St. Louis and other specified Mississippi crossings, to Arkansas, 
southern Missouri and western Louisiana. Commenting on the 
effect of this tying together of the class and commodity scales 
prescribed in the two sections of No. 9702, Mr. McManamy said: 


The western classification rates these commodities third, fourth 
and fifth class, or class C. Third-class, fourth-class, and fifth-class 
rates based upon a distance scale prescribed in Memphis-South- 
western Investigation, 55 I. C. C. 515, hereinafter called the Class 
case, for application in the territory here under consideration, are 
higher than scale 14 rates, but the class C rates prescribed in the 
same case are approximately 10 per cent lower than those under 
scale 14. Since we made scale 14 subject to the class rates as 
maxima, the effect of our decision, if not modified, would be to 
create two scales on fruits and vegetables, scale 14 being applicable 
on articles rather higher than class C, and the class C scale prescribed 
in the Class case on articles rated class C. To illustrate: Onions 
with tops would be subject to scale 14, while onions without tops 
would take class C rates, 


The Commission, after commenting on proposals of the 
shippers, based on the contention that scale 14 would be too 
high, disposed of the matter in hand with the following finding: 


We find that the maximum scale of rates designated in the origi- 
nal report, 77 I. C. C. 473, as Table 14 of Appendix 8, is unjust and 
unreasonable in so far as it applies on fresh or green fruits, melons, 
and vegetables, other than berries, peaches, pears, plums, and grapes, 
and should be modified; that the scale of rates designated in the 
original report as Table 14 of Appendix 8, for the future will be 
reasonable maximum rates for application between points in the 
territory under consideration on carload shipments of berries, 
peaches, pears, plums, and grapes; and that the scale of rates shown 
in the original report under Table 13 of Appendix 8 for the future 
will be reasonable maximum rates for application between said 
points on carload shipments of apples (except cull apples), water- 
melons, muskmelons, cantaloupes, cabbage, onions, onion sets, car- 
sore, beets, and other vegetables, with or without tops, fruits, and 
melons. 


EXPRESS RATES ON CORPSES 


The Commission has dismissed the complaint in No. 15109, 
Leroy C. Dunn et al, vs. American Railway Express Company 
et al., mimeographed, on a finding that express rates on corpses 
between points in the United States are not unreasonable. 
Funeral directors and morticians of Des Moines, New Orleans 
and Washington brought the complaint, and the National Funeral 
Directors’ Association and the National Selected Morticians’ 
Association intervened in support of the complaint. 

The report said that corpses were usually shipped in baggage 
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cars, checked, at regular one-way adult passenger fare, minimum 
$1.20, provided the remains were accompanied by an adult escort 
holding separate ticket. On weight over 500 pounds charges are 
assessed at excess-baggage rates. The escort may accompany 
one or more corpses. If an escort is not available or baggage 
service is inconvenient, shipment may be made by express. 
Approximately 12 per cent of the movement now is by express. 
The railroads, the report continued, under their contracts with 
the express companies, retain the exclusive right to provide 
baggage service when an escort can accompany the corpse. 


The present charge by express for corpses of adults or 
children, under the express classification, is an amount equal 
to double the regular one-way adult passenger fare, minimum 
$3.30 for adults and $2.20 for children under 12 years of age, 
if the weight does not exceed 500 pounds, Excess weight is 
assessed first-class rates. This basis has been in effect since 
some time prior to 1887, when classifications were first published 


under the act to regulate commerce, except for the following 
changes: 


On April 1, 1913, a provision was added which permits personal 
effects of the deceased up to 150 pounds in weight to be included in 
the shipment without additional charge. On February 1, 1914, the 
minimum charges on the corpse of an adult were reduced by us 
from $5 for single express line, or $3 per company for joint-line 
service, to $3 for any number of lines, and on the corpse of a child 
from $2.50 and $2 for single-line and joint-line service, respectively, 
to $2 for hauls of either character. On May 1, 1916, the first-class 
express rates on weight in excess of 500 pounds were made effective. 
All the rates were increased 10 per cent on June 17, 1918. 


The Commission said complainants conceded that the 
charges for hauls of 150 miles or less were not unreasonable 
and that they had furnished no evidence which showed that the 
higher charges for the longer distances were unreasonable. 


WATERMELONS AND VEGETABLES 


A finding of unreasonableness and an award of reparation 
have been made in No. 14912, Nash Spokane Company vs. Di- 
rector-General, mimeographed, as to rates on watermelons and 
vegetables, from Merced, Calif., to Spokane, Wash., between 
June 24 and August 23, 1919. It found them unreasonable to 
the extent they exceeded the aggregate of intermediates and 
awarded reparation to that basis. It found rates on the like 
traffic from other points in California not unreasonable. 


This report covers four sub-numbers, Charles Uhden vs. 
Same; D. H. Anderson vs. Same; J. Newton Co., Inc., vs. Same; 
and Withers & Padmore vs. Same. The last mentioned, the 
report said, was withdrawn at the hearing. 


The formal complaints were filed in February, 1924, in 
amended form. The original formal complaints were filed within 
six months of the time the Commission notified the complainants 
that the matters could not be settled on the informal docket. 
The amended formal complaints were filed more than six months 
after the notice. The issues, as made in the original formal 
complaints, the Commission said, were the only ones con- 
sidered. The Director-General contended that the informal 
complaints stopped the running of only the statute as to the 
allegation that section 6 had been violated and that no rights 
were saved under any other section, particularly under section 4. 
As to the sufficiency of the informal complainants and the ade- 
quacy of the information given the defendant the Commission 
said: 


In the informal complaints complainants do not specify the sec- 
tion or sections of the act which they contend to have been vio- 
lated. In those complaints they state that defendant collected charges 
in excess of certain rates, and that they were damaged by reason of 
those excessive collections. In transmitting complainants’ informal 
claims to defendant through the carriers concerned we referred to 
them as claims for reparation “because of alleged excessive charges 
collected.”’ In his letter expressing unwillingness to submit the claims 
on the special docket, the chief traffic assistant of the United States 
Railroad Administration stated that it had not been “conclusively 
shown that the rates charged were unreasonable, nor that the claim- 
ant has been damaged.” In the original formal complaints complain- 
ants allege that defendant “‘demanded that complainant pay for the 
transportation thereof compensation which exceeds * * * the aggregate 
of the intermediate rates subject to the provisions of the interstate 
commerce act.’’ These excessive charges complainants specifically 
term ‘‘overcharges,’’ and complainants allege damage in the amount 
of these overcharges. It is not essential to specify by number or 
to use the specific words of the section of the act which is alleged 
to have been violated if from the context of the complaint it be- 
comes apparent that defendants are apprised of the nature of the 
violation they are called upon to answer. Here complainants allege 
both in the informal complaints and in the original formal complaints 
that they had been overcharged or that they had been damaged 
because of the assessment of excessive charges. We consider these 
statements sufficient to raise an issue as to the reasonableness of 
the charges assessed but we should not be understood as condoning 
undue laxity in pleadings before us. The extent to which these in- 
formal original formal complaints specifically bring in issue alleged 
violations of sections 4 and 6 need not be determined inasmuch as 
we have often awarded reparation to the basis of the lower aggregate 
of the intermediates or for direct overcharges under allegations of 
unreasonableness. The mere reference in the complaints to the 
alleged collection of charges in excess of the aggregate of inter- 
mediates, or collection of overcharges, does not confine the issue 
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to alleged violations of sections 4 and 6, respectively, nor does such 
reference destroy the issue raised under section 1 


REFUSE GREASE RATE CASE 


The Commission, in No. 15097, Houston Packing Company 
vs. Boston & Maine et al., mimeographed, found the rail-and- 
water and the rail-water-and-rail rates on lard substitutes, green 
salted hides, and refuse grease, in carloads, from Houston, Tex., 
to New York and other eastern points not unreasonable. It 
found, however, the rail-water-and-rail rate on refuse grease, 
from Houston to Newark, N. J., unreasonable to the extent that 
the factor from Houston to New York exceeded 45.5 cents per 
100 pounds and awarded reparation to that basis. The applica- 
ble rate was 76.5 cents. 

The complaint alleged the rates on lard substitutes, green 
salted hides and refuse grease, from Houston via Galveston to 
New York and other points in the middle Atlantic and New 
England states, were and are unreasonable. It asked reasonable 
rates for the future and reparation on shipments of lard sub- 
stitutes to New York, green salted hides to New York and Mer- 
rimack, N. H., and refuse grease to Newark, N. J., and as to 
those rates the attack was directed against the factor up to 
New York which was added to the rates beyond in making the 
through rates. The complainant contended that green salted 
hides and refuse grease, rated fifth class, were entitled to com- 
modity differentials which bore the same relationship to the 
fifth class differentials that the commodity rates from Galveston 
to New York bore to the fifth class rate from Galveston to New 
York. To that point the Commission paid much attention, re- 
viewing the cited cases to come to the conclusions hereinbefore 
mentioned. 

As to the present rates, the Commission found them not un- 
reasonable. Commissioner Lewis, dissenting in part, said he 
concurred in the finding that present rates were not unreason- 
able. He said he did not, however, agree that, with the excep- 
tion of the applicable rate on refuse grease, the rates in the 
reparation period were not unreasonable. The present rates, 
he said, were made by adding a fifth class differential of five 
cents to the commodity rates from Galveston. He said that, 
while he thought that differential sufficiently high, he said he 
thought it did not exceed the bounds of reasonableness. The 
rates applicable to the shipments in question, he pointed out, 
were constructed by adding the full local interstate rates from 
Houston to Galveston, 52 miles, to the rates beyond. That, he 
said, made the rates not only unreasonable, but illogical in their 
relationship as applied to the respective commodities. 


SOUTHERN L. C. L. COMMODITY RATES 


In finding justified the proposed cancellation of less-than- 
carload commodity and any-quantity rates, except those on 
marble, granite and stone, from points in southeastern and Caro- 
lina territories to destinations in the Mississippi valley territory, 
I. and S. No. 1919, opinion No. 10415, 98 I. C. C. 627-42 (Traffic 
World, June 13), the Commission followed the example it set 
in Natchez Chamber of Commerce vs. L. & A., 52 I. C. C. 105, 58 
I. C. C. 610; Memphis-Southwestern Investigation, 55 I. C. C. 515; 
and Commodity Rates from St. Louis, 73 I. C. C. 396. In those 
cases the then existing less-than-carload commodity rates in the 
territory immediately west of the Mississippi were authorized to 
be cancelled. 

Disappearance of water competition is the foundation reason 
for the cancellation of the L. C. L. and any-quantity rates. They 
were established to enable the railroads to meet the rates of 
the carriers by water. Nearly all the rates established by the 
carriers by water were any-quantity and when the railroads came 
they merely adopted the method of stating their charges used 
by their predecessors. The Commission, in its report, written 
by Commissioner MéManamy, said it was of the opinion that 
similar action, to that taken in the cases mentioned, except as to 
marble, granite and stone, should be taken in this case. 


This action on the part of the Commission may be taken, 
if desired, as indicating that the decision in No. 13494, Southern 
Class Rates Investigation, is still far in the future, although 
a proposed report therein was issued in the spring of 1924, and 
the case finally submitted months ago. Commissioner McManamy 
said the question of any-quantity and L. C. L. commodity rates 
was pending in the Southern Class Rate Investigation, but that 
the railroads urged, as one reason for a decision in the suspension 
case, that it might be many months before a final report could be 
had in that case and many more months before any order in 
that case could be obeyed. They further represented, he said, 
that in view of the fact that all L. C. L. commodity rates from 
other territories to Mississippi Valley destinations had been 
cancelled there should not be any further delay in making a 
corresponding adjustment from the territory under consideration, 
namely, the southeastern and Carolina rate areas. The railroads 
said that if that were not done they could not consistently re- 
fuse to re-establish L. C. L. commodity rates from the Ohio river 
and points related thereto to the same destinations in the valley. 

As to application of class rates on marble, granite and stone, 
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which would be the effect of the cancellation of the L. C. L. and 
any-quantity rates, the report said nothing was shown by the 
carriers which would indicate the propriety of the unusually 
large increases in the rates on marble, granite and stone. Some 
increases, it said, would occur in the revision of the rates on 
other commodities, but that the same necessity for the con- 
tinuance of the L. C. L. and A. Q. rates on them did not appear 
as for the continuance of such rates on marble, granite and stone. 

The general justification offered by the carriers was that no 
competitive or other conditions justified the continuance of the 
L. C. L. commodity rates; that the articles moving on them 
were of such value that the freight on them represented but a 
sMall part of the value; and that such articles were of the type 
and character that should, and generally did, move on class 
rates when in L. C. L. quantities. 

The schedules which have been found justified have had their 
date postponed until July 1. The order of the Commission re- 
quires the carriers to cancel the suspended schedules applying 
on marble, stone and granite on or before July 15. 


FROZEN LADING CASE 


The Commission, speaking through Commissioners Mc- 
Chord, Lewis and McManamy as division No. 1, in No. 14991, 
General Motors Corporation vs. Director-General and New York 
Central, has found the applicable demurrage charges collected 
in November and December, 1919, and January, 1920, on 175 
carloads of mixed sand and gravel, received in frozen condition, 
were not unreasonable. It found, however, that the notice re- 
quired to enable the carrier to claim constructive placement, 
was not proved. It directed the refund of charges illegally col- 
lected. It further said that if the parties could not agree as to 
the charges or whether the complainant, as the assignee of the 
Dupont Engineering Co., was entitled to refund of the illegal 
charges, it would re-open the case for the submission of evi- 
dence in respect of the facts. 

The case turned on the question whether the complainant 
had made the diligent efforts to unload to entitle it to the benefit 
of the rule, in the demurrage code, providing for additional free 
time in case of frozen lading. Broadly speaking, the Commis- 
sion held that the complainant had not made such efforts. It 
held that the Director-General had not proved the dispatch of 
notice precedent to the collection of demurrage on cars con- 
structively placed, hence the necessity for an auditing of the 
demurrage bills and the notice of the Commission that in the 
event of failure of the parties to agree, it would re-open the 
case for testimony on the matter. 

As to shipments placed prior to December 1, 1919, the old 
rule was in force. As to the shipments placed after that day 
the new one was applicable. The two rules, the old one first and 
the new one second, are as follows: . 


No demurrage charges shall be collected * * * when ship- 
ments are frozen while in transit so as to prevent unloading dur- 
ing the prescribed free time. This exemption shall not include 
shipments which are tendered to consignee in condition to unload. 
Under this rule consignee will be required to make diligent effort 
to unload such shipments, and shall not be entitled to additional 
time unless within the prescribed free time he shall serve 


upon the carrier’s agent a written statement that the lading was 
frozen upon arrival. 


When the lading is frozen while in transit so as to re- 
quire more than 48 hours to remove it from the car, the total time 
actually expended by consignee in heating, thawing, or loosening 
and removing it will be considered as free time, but no allowance 
will be made for detention during the time that no effort is made 
to unload. This rule will not apply to shipments which are 
tendered in condition to unload. Under this rule consignee shall 
not be entitled to additional time unless, within the prescribed 
free time, he shall serve upon the railroad’s agent a written state- 
ment that the lading was frozen when tendered. 


The Commission said the complainant did not serve upon 
the carrier’s agent a written statement as to the frozen condi- 
tion of each car within the prescribed time, but it appeared that 
the condition of the cars, in general, was promptly brought to 
the attention of the demurrage clerk. In a letter, dated Novem- 
ber 28, two days after the first of the shipments arrived in 
frozen condition, the demurrage clerk was advised about the 
condition, the complainant promising to keep him advised “so 
there will be no difficulty in adjusting extension of free time to 
be allowed.” Other letters were also written on the subject in 
December and January, the last on January 7, when, the Com- 
mission said, it appeared the congestion was relieved. 

In view of other facts disclosed, the Commission said it was 
not necessary to determine to what extent, if at all, the letters 
constituted a compliance with the tariff rules. Also, in the 
light of the further facts it said it was unnecessary to determine 
whether the views expressed by it in Virginia Iron, Coal & Coke 
Co. vs. Director-General, 61 I. C. C. 200, upon which the com- 
plainant mainly relied, had been overruled or modified by the 
Supreme Court of the United States in 266 U. S. 92. 

“The case relied upon by complainant,” said the Commis- 
sion, “is not in point, because the evidence shows that diligent 
effort was not made to unload the shipments, a fact conceded 
by defendants and stressed by us in our report on reargument 
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_ = Iron, Coal & Coke Co. vs. Director-General, 69 I. C. 

Quite as important as the requirement of written notice, and 
a condition precedent to relief from the payment of demurrage, 
said the Commission, was the provision of the rule as published 
prior to December 1, 1919, that “diligent effort” should be made 
to unload, and in the words of the rule after December 1, 1919, 
that the “time actually expended by consignee in heating, thaw- 
ing, loosening or removing” should be the measure of the free 
time when the frozen condition was such “as to require more 
than 48 hours to remove it.” 

The report said the complainant was well equipped to 
handle the traffic involved under normal conditions, but that it 
was not until after the arrival of the first of these shipments 
that consideration was given to plans for thawing them, “al- 
though in the latitude of Detroit the freezing of the lading 
should have been expected.” 

The Commission said that the construction of a steam shed 
with a capacity to thaw out 18 or 20 cars a day was accom- 
plished by the complainant within a few days. The exact date, 
it said, was not shown, but the shed was not put into operation 
until December 2, when 48 cars had accumulated. 

“The construction work carried on between November 28 
and December 2, which should have been done at some previous 
time in preparation for such a contingency, cannot be considered 
‘diligent effort’ to unload cars within the meaning of the de- 
murrage rule,” said the Commission. 

It further pointed out that the thawing of the cars was not 
carried on diligently, because, at times, only seven or eight cars 


were released on a day notwithstanding the capacity of the 
steam shed to thaw 18 or 20 cars a day. 


COTTONSEED RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 14311, International Vegetable Oil Co. 
et al. vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
as to rates on cottonseed, in carloads, from points in Oklahoma 
to Dallas and Fort Worth, Tex. The Commission found them 
unreasonable to the extent that prior to August 15, 1923, they 
exceeded for like distances the rates contemporaneously ap- 
plied on seed between Shreveport, La., and points in Texas for 
distances up to 360 miles, plus 2 cents for each additional 50 
miles, distances computed as under the Shreveport scale, and 
on and after August 15, to the extent they exceeded or may 
exceed the rates prescribed in the Oklahoma case, 98 I. C. C. 183. 
On account of the order in that case, the Commission said, none 
was necessary, for the future, in this one. 


ZINC ORE REPARATION 


A finding of unreasonableness and an award of reparation 
*have been made in No. 15797, Western Metals Company vs. Di- 
rector-General, mimeographed, as to a rate of 34.5 cents on sev- 
enty shipments of zinc ore, from Murray and Midvale, Utah, to 
Canon City, Colo., between November 1, 1918, and March 1, 1920. 
The Commission, in a report written by Commissioner Lewis, 
said the rate was unreasonable to the extent it exceeded 30 cents 
and awarded reparation to that basis. 

Among the points made by the Director-General, the report 
indicates, was that the statements filed with the informal and 
formal complaints did not show Midvale as a point of origin but 
did show Murray as the point of origin. The two places are four 
miles apart and, at the time the shipments were made, took the 
same rate. Midvale was not shown as a point of origin in the 
tariff. Mr. Lewis said the Director-General was the first to call 
attention to the shipments from Midvale at the hearing and that, 
apparently, prior thereto had known of their inclusion in the rep- 
aration statements. The Commission found that, in all the cir- 
cumstances, the defendant was “fairly informed” as to the ship- 
ments, and that they would be considered. 


CULVERT PIPE RATES 


In a mimeographed report, on further hearing, written by 
Commissioner Lewis, in No. 13420, Colorado Culvert & Flume 
Company vs. Atchison, Topeka & Santa Fe et al., the Commis- 
sion has affirmed its former finding, 83 I. C. C., 267, that rates on 
galvanized corrugated, riveted sheet iron and sheet steel culverts 
or culvert pipe, in carloads, from Pueblo, Colo., to points in Kan- 
sas, Nebraska, South Dakota, Wyoming, Montana, Idaho, Utah, 
Arizona and New Mexico were applicable and not unreasonable, 
but unduly prejudicial to the extent they exceeded those on 
straight galvanized culverts or pipe, minimum 24,000, subject to 
rule 34. The further hearing was had upon petition of the com- 


plainant. It desired reparation and the waiver of outstanding 
undercharges. 


CHARGES WERE ILLEGAL 
A finding of illegality and an award of reparation have been 
made in No. 14564, Rose Lake Lumber Co., Ltd., vs. Oregon 
Short Line et al., mimeographed, as to the rate charged on a 
shipment of lumber from Rose Lake, Ida., to Danvers, IIl., in 
May, 1921. The complaint alleged the rate was unreasonable 
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and in violation of the long and short haul part of the fourth 
section. Reparation only was sought. A rate of 76 cents was 
assessed and collected. Danvers was not specifically mentioned. 
The tariff carried a “directly intermediate station” rule. No 
specific route was specified, the report said, between Council 
Bluffs and Chicago Heights. The complainant contended the 
70 cent rate to Peoria applied over the lines of any carrier 
party to the tariff. Danvers is on the Big Four east of Peoria, 
but intermediate between Chicago Heights and Peoria via the 
Big Four, Burlington and Michigan Central, parties to the tariff. 
The carriers claimed the rate was restricted so it did not apply 
over the Big Four. The Commission said that with a rate 
stated to Chicago Heights and with no intermediate carrier 
named between Council Bluffs and Chicago Heights, the applica- 
tion of the rate over the lines of any carrier to the party did not 
conflict with the restriction to which the carriers referred. It 
found the rate charged was inapplicable and illegal to the ex- 
tent it exceeded 70 cents, and awarded reparation to that basis. 


ASPHALT CASE DISMISSED 


The Commission has dismissed No. 15158, Standard Paving 
Company vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
finding that rates on liquid and solid asphalt, from Port Neches, 
Texas, and points taking the same rates, to Tulsa, Okla., are not 
unreasonable. The complaint alleged the rates on shipments be- 
tween February 1, 1922, and January 25, 1923, were unreasonable, 
unduly prejudicial to it and unduly preferential of St. Louis, 
Kansas City, and Joplin, Mo., and also in violation of the long 
and short haul part of the fourth section. Prior to July 1, 1922, 
the rate to Tulsa was 38 cents and 34 thereafter. February 15, 
1922, it was voluntarily reduced to 31.5 cents. Reparation was 
sought to the basis of a rate of 25.5 cents, which was the rate on 
road oil, on the assumption, the Commission said, that a rate of 
32 cents was the reasonable maximum rate on refined oil. It 
said the record did not substantiate such an assumption 


INCREASES NOT JUSTIFIED 


The Commission, in a report on I. and S. No. 2354, Basing 
Rates on Paving Brick, Jacksonville, Fla., to Florida points, 
written by Commissioner Woodlock, mimeographed, found the 
proposed increased basing rates on paving brick, from Jack- 
senville, to destinations in Florida, on traffic originating at 
Robbins, Tenn., not justified, ordered the suspended schedules 
cancelled, and discontinued the proceedings. 

In March, 1925, the Southern and its connections reduced 
the rate from Robbins, Tenn., to Jacksonville, but the increased 
proportional beyond Jacksonville, proposed at the same time, was 
not allowed to become operative. In justification of the proposal 
in this case the proposing carriers said the reduction in the rate 
north of Jacksonville constituted an unwarranted departure 
from the basis prescribed in National Paving Brick Manu- 
facturers’ Association vs. A. & V., 68 I. C. C. 213, which produced 
an undue preference of Robbins and prejudice to other brick 
producing points. They claimed they were justified in attempt- 
ing to avoid such a result by the increase proposed. 

The Commission said that that position was not well taken. 
It said the only rates in issue were those south of Jacksonville 
and that it was continually dealing with proportional rates with- 
out reference to other factors with which they were used in 
constructing through rates. It said the proposed rates would be 
1.5 cent higher than rates from other producing points and 
higher than rates on other articles in the uniform brick list, 
in violation of the order in the general brick case hereinbefore 
mentioned. 


CANNED MILK RATES 


A finding of undue prejudice and an order to remove it not 
later than September 15 have been made in No. 15790, Carnation 
Milk Products Co. vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, as to the rates on canned condensed and evap- 
orated milk, in cans, in carloads, from Lupton and Johnstown, 
Colo., to destinations in Oklahoma. The Commission said the 
rates were not unreasonable, but unduly prejudicial to the extent 
they exceeded, exceed or may exceed the contemporaneous rates 
on canned goods from and to the same points. It said there was 
no proof of damage such as was required to support an award 
of reparation under a finding of undue prejudice and denied 
reparation. The complaint alleged the rates assailed were un- 
reasonable, and, as compared with rates on other canned goods, 
unduly prejudicial. In distinguishing this case from Carnation 
Milk Products Co. vs, Director-General, 55 I. C. C. 665, the Com- 
mission said: 


In Carnation Milk Products Co. vs. Director General, supra, we 
dealt with rates on canned milk from points in the state of Wash- 
ington to numerous interstate destinations. Prior to July 21, 1915, 
there had been a rate of 85 cents applicable on canned goods, includ- 
ing canned milk, but on that date an additional rate of 62.5 cents, 
in connection with a higher minimum, was established on canned 
goods, but not on canned milk. Later, the lower rate was likewise 
accorded to canned milk. The case represented an effort to secure 
reparation for the period when the lower rate was in effect on 
eanned goods but not on canned milk. For the carriers it was con- 
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tended that the reduction of the rate on canned goods was in- 
fluenced by competition from water carriers. We found that the 
higher rate was not unreasonable or unduly prejudicial, observing 
that the two articles, canned goods and canned milk, although 
py reason of analogy generally given the same rates and ratings, are 
nevertheless distinct commodities not competing with each other. 
The present case differs in important aspects from the case _ last 
cited. Indicia of undue prejudice may be found in the decided in- 
crease in the spread between the rates on condensed milk to Okla- 
homa on the one hand and to Kansas, on the other, from 12.5 cents, 
which existed when the Oklahoma case was considered, to the 
present figure of 22.5 cents. The record discloses no circumstance 
warranting such a marked difference in treatment of similar traffic 
to different but adjacent destination regions. 


RATES ON CHINA-WOOD OIL 


The Commission has dismissed the complaint in No. 15176, 
Glidden Company vs. Erie et al., mimeographed, on a finding 
that rates charged on China-wood oil from Seattle and Tacoma, 
Wash., and San Francisco, Cal., to Cleveland, O., between Oc- 
tober 3, 1921, and October 17, 1922, were not unreasonable. It 
also found that no damage was shown to have resulted from 
any undue prejudice which might have existed. Overcharges 


found to exist should be promptly refunded, the Commission 
said. 


RATES ON LUMBER 


In a mimeographed report in No. 16034, H. F. Stanley Lum- 
ber Company vs. Alabama & Vicksburg et al., the Commission 
has dismissed the complaint on a finding that rates on lumber 
from Knoxo and Kokomo, Miss., to points in Illinois, Indiana, 
Michigan, Kentucky, Ohio and Missouri, were not unreasonable. 
The complainant said the rates were unreasonable to the ex- 
tent they exceeded those from Fernwood, Tylertown and Fox- 
worth, Miss. The report said Knoxo and Kokomo were small 
lumber-producing points on the Fernwood, Columbia & Gulf, 
which connected with the Illinois Central at Fernwood, the New 
Orleans Great Northern at Tylertown and Foxworth, and the 
Gulf & Ship Island at Columbia, Miss. The present rates from 
Knoxo and Kokomo are and since February 1, 1924, have been 
the same as the rates from the junctions. The Commission 
said the change resulted from its report in Swift Lumber Co. vs. 
F. & G. R. R. Co., 61 I. C. C. 485, and the decision of the Supreme 
Court in U. S. vs. I. C., 263 U. S. 515. Following the Swift case, 
the Commission found the rates attacked not unreasonable. 


RATES ON BARREL MATERIAL 


Dismissal of the complaint in No. 16044, Bolz Cooperage Cor- 
poration vs. Director-General, as agent, has been ordered by 
the Commission, in a mimeographed report, finding that rates 
on barrel material from Lake Village, West Memphis, Helena, 
and McGehee, Ark., and Pascola, Mo., to Key West, Fia., for 
export, in January and February, 1920, were not unreasonable. 


Outstanding undercharges should be promptly settled, the report 
said. 


REPARATION ON PIG IRON 


An award of reparation has been made by the Commission 
in a mimeographed report in No. 15885, Hunt-Spiller Manufac- 
turing Corporation vs. Director-General, as agent, on a finding 
that a rate of $4.40 per long ton, charged on 25 carloads of pig 
iron, shipped between November 21, 1918, and January 14, 1920, 
from Everett and Earlston, Pa., to Boston, Mass., was unrea- 
sonable to the extent that it exceeded $3.80. 


COAL RATE UNREASONABLE 


A finding that the class D rate on coal from Breed to Colo- 
rado Springs, Colo., in the period of federal control, was un- 
reasonable to the extent that it exceeded 60 cents per ton, and 
that the complainant is entitled to reparation, has been made 
by the Commission in a mimeographed report in No. 14227, W. 
D. Corley vs. Director-General, as agent. The rate charged 
amounted to $1.30 per ton. The Commission ruled against a 
contention of the defendant that the complaint was barred by 
the statute of limitations. - 


LUMBER NOT MISROUTED 


In a mimeographed report in No. 13971, National Lumber 
Company vs. New Orleans & Northeastern et al., the Commis- 
sion has dismissed the complaint on a finding that a shipment 
of lumber from Picayune, Miss., to New York, N. Y., was not 
misrouted. A change in routing under Service Order No. 1 was 
found justified by the Commission. 


ELECTRIC RAILWAY MAIL PAY 


In a report written by Commissioner McChord on No. 10227, 
Electric Railway Mail Pay, opinion No. 10426, 98 I. C. C. 737-63, 
on further hearing granted on the application of electric rail- 
roads, the Commission made the following findings, in addition 
to those in 55 I. C. C. 455: 


1. That the present rates of pay for the transportation by 
urban and interurban electric lines of mail on passenger cars, 
on baggage or express cars, and in baggage and express compart- 
ments in passenger cars, are fair and reasonable. 


THE TRAFFIC WORLD 


1561 


2. That the fair and reasonable rate for independent cars 
devoted to the transportation of the mails, on which railroad 
employes handle the mails, is 50 cents per car-mile of authorized 
travel of cars 36 feet in length, inside measurement. Where the 
railroad company is unable to furnish cars of the length author- 
ized but furnishes cars lesser length which are accepted by the 
department to be sufficient for the service, payment shall be made 
only for the actual space furnished, the compensation to be not 
exceeding a prorate of that provided for a 36-foot car. Where 
cars exceeding 36 feet in length, inside measurement, are author- 
ized and used, the compensation shall be not exceeding a pro- 
rate of that provided for a 36-foot car. In computing the car- 
miles of independent cars the space in both directions of an 
authorized round-trip car run shall be regarded as the space to 
be computed unless the car or any part thereof is used by the 
company in the return movement. 

3. That the fair and reasonable rate for railway post-office 
cars and railway post-office apartments in cars, in which postal 
employes handle the mails, is 2 cents per linear foot, or fraction 
thereof, per mile of authorized travel in cars or apartments in 
cars 20 feet or less in length, inside measurement, and in cars 
or apartments in cars more than 20 feet in length, inside meas- 
urement, 2 cents per linear foot per mile of authorized travel for 
the first 20 feet and 0.875 cent per linear foot per mile of author- 
ized travel per each additional foot or fraction thereof. In 
computing the car-miles of full and apartment railway post- 
office cars, the maximum space authorized in either direction of 


a round-trip car run shall be regarded as the space to be com- 
puted in both directions. 


LUMBER RATES PRESCRIBED 


A finding of undue prejudice and an order to remove it not 
later than October 10 have been made in No. 15378, Jones- 
boro Freight Bureau et al. vs. St. Louis-San Francisco et al., 
mimeographed, as to a rate on lumber, other than pine, from 
Jonesboro, Ark., to Des Moines. The Commission found the 
rate assailed unduly prejudicial to the extent it exceeds, or 
may exceed, the rates participated in by the defendants from 
Glencoe and Wilson, Ark., to Des Moines. In fourth section 
order No. 9150 the Commission denied authority to continue 
rates on lumber, from Memphis, Tenn., and other points in the 


case, to Des Moines, through Jonesboro, Ark., without observ- 
ing the fourth section. 


TRANSIT RATES AND CHARGES 


The Commission has dismissed No. 15175, Moore Lawless 
Grain Company, V. C. Moore, receiver, vs. Missouri Pacific and 
Director-General, finding that the charges assessed on wheat, 
from Kansas City to various interstate destinations accorded 
transit at Leavenworth, Kan., Sweet Springs and Marshall, 
Mo., were applicable and not unreasonable, unjustly discrimi- 
natory or unduly prejudicial, but that the shipment accorded 
transit at Sweet Springs was overcharged. It found charges 
assessed on wheat, from St. Joseph, Mo., to Cannon Falls and 
Lake City, Minn., accorded transit at Leavenworth, not un- 
reasonable, unjustly discriminatory or unduly prejudicial. It 
said the overcharge should be refunded and the case dismissed. 
The report covers two sub-numbers. The shipments involved in 
the main and the first sub-number were made early in Janu- 
ary, 1920, and October, 1922. The shipments in the second 
sub-number were made in September and October, 1919. 


GRAPEFRUIT RATES 


In a report on No. 15604, Ryan Fruit Company vs. Director- 
General, mimeographed, the Commission found the rate charged 
on two carloads of grapefruit from Largo, Fla., to Seattle, Wash., 
in the winter of 1919-20 was unreasonable to the extent it 
exceeded 24 cents per box to Jacksonville, Fla., and $2.095 per 
100 pounds beyond. It found the heater service charge appli- 
cable and that one shipment was undercharged. It took into 
account the amount of the undercharge in awarding reparation. 


WEIGHING RULES CASE 


The Commission has dismissed No. 15435, Smith & Duck- 
worth et al. vs. Cleveland, Cincinnati, Chicago & St. Louis et 
al., mimeographed, finding the rules, regulations and practices 
relating to the weighing and reweighing of bituminous coal not 
unreasonable or otherwise unlawful. The attack was made by 
retail coal dealers at Indianapolis, Crawfordsville and Nobles- 
ville, Ind. The report covers a sub-number, Fred Goepper & 
Son et al. vs. Cincinnati, Indianapolis & Louisville et al. 


RATES ON OIL-WELL EQUIPMENT 


An award of reparation, a finding of unreasonableness and 
prescription of rates for the future on fabricated steel tank ma- 
terial, k. d., and steel pipe, from Houston, Orange, Iowa Park 
and Kosse, Tex., to El Dorado and Smackover, Ark., have been 
made by the Commission in a mimeographed report in No. 
15974, Parkersburg Rig & Reel Company vs. Gulf, Colorado & 
Santa Fe et al. No appearance was entered for defendants and 
no defense was offered, the report said. The rate charged on 
all shipments of tank material in straight carloads was the 76- 
cent commodity.rate applicable on tank material from points in 
the Dallas-Fort Worth group and from Texas common-point ter- 
ritory to destinations in the Little Rock-Fort Smith territory, 
the report said, while the less-than-carload fourth class rate of 
$1.265 was assessed on steel pipe in one mixed carload. The 
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Commission said it had recently considered rates on wrought 
iron and steel pipe, in carloads, in this territory, citing Texas- 
Pacific Coal & Oil Co. vs. T. & P. et al, 95 I. C. C. 625; Humble 
Oil & Refining Co. vs. M. P., 95 I. C. C. 709, wherein a rate of 51 
cents, subject to a minimum of 46,000 pounds, for distances be- 
tween 426 and 450 miles, was prescribed and reparation awarded 
on shipments moving subsequent to July 1, 1922. This rate was 
established effective March 6, 1925. The Commission said the 
shipments under consideration moved subsequent to the reduc- 
tion of July 1, 1922, and that the points of origin and destina- 
tion in the instant case were in the general territory there con- 
sidered. Following the cases cited, the Commission found that 
the rates in issue were unreasonable to the extent that they 
exceeded 51 cents. No finding for the future was made as to 
rates on fabricated steel tank material from Houston and Orange 
to Smackover and El Dorado as rates satisfactory to complainant 
have been established. From Kosse and Iowa Park, Tex., to the 
same destinations, a rate of 51 cents, minimum 46,000 pounds, 
was ordered established on or before August 20. 





PEANUT RATES ORDERED 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 15975, Okla- 
homa Traffic Association et al. vs. Chicago, Rock Island & 
Pacific et al., as to rates on peanuts, shelled and unshelled, in 
carloads, from Suffolk, Franklin, Norfolk and Petersburg, Va., 
and other points in group A, to McAlester, Shawnee and Okla- 
homa City, Okla. The report covers a sub-number, Hale-Halsell 
Company vs. Same. The finding was that the rates assailed 
were, are and for the future will be unreasonable to the extent 
they exceeded, prior to July 1, 1922, $1.365, and $1.23 since 
that time and for the future, on a 30,000 pound minimum. The 
new rate it to be made effective not later than August 20. 


RATES ON PULP WOOD 


The complaint in No. 15441, Kieckhefer Container Company, 
successor to the Kaukauna Pulp Company vs. Chicago & North 
Western and Director-General, as agent, has been dismissed by 
the Commission in a mimeographed report finding that the fac- 
tor from Appleton Junction, Wis., of combination rates on pulp 
wood, shipped in the period of federal control, from Keith, Eber- 


lein Spur, and Jones Siding, Wis., to Kaukauna, Wis., was not 
unreasonable. 


NO VIOLATION OF ACT 


In a mimeographed report in No. 16212, A. S. Lambertson 
Company vs. Central of New Jersey et al., the Commission has 
dismissed the complaint on a finding that damage caused by de- 
lay in transportation of one car of potatoes from Freehold, N. J., 
to Statesville, N. C., shipped August 29, 1922, did not result from 
violation of any provision of the interstate commerce act. De- 
fendants conceded that the movement took six or seven days in 
excess of the usual running time. The shipment was delayed 
slightly south of Potomac Yards because of labor conditions, the 
report said. Complainant conceded that the Commission did not 
have jurisdiction over damages resulting from delay but con- 
tended that the damage resulted from misrouting. The Commis- 
sion said there was no misrouting because the shipment, under 
shipper’s routing instructions, could have been sent over the 
route traversed, and that in addition the route traversed was in 
consonance with the requirements of Service Order No. 22, made 
under authority of section 15 (4) of the interstate commerce act 


to meet emergencies such as existed at the time of this move- 
ment. 


RESTRICTION NOT JUSTIFIED 


The Commission, in a mimeographed report on I. and S. No. 
2311, Routing of Livestock From Colorado, Wyoming, Idaho, Etc., 
to Western Trunk Line Points, found the proposed restriction of 
the routing of livestock originating on lines of the Union Pacific 
system in Utah, Wyoming, Idaho, and Montana, destined to Mis- 
souri river and points east thereof not justified. It ordered the 
cancellation of the suspended schedules and discontinued the 
proceedings. The Union Pacific proposed to cancel the routing 
of livestock under the existing joint rates via Denver, Pullman 
and Pueblo, Colo., and east of those gateways over the Santa Fe, 
Burlington, Rock Island and the Missouri Pacific and thus con- 
fine the movement to the Union Pacific. The Commission said 
the Union Pacific routes were the shortest but that if the sus- 
pended schedules were permitted to become effective there would 
be undue preference on the one hand and undue prejudice on the 


other. Protest was made by a firm of livestock dealers at Salt 
Lake City. 


REPARATION ON PLATE GLASS 


The Commission, in No. 15793, Memphis Freight Bureau for 
Binswanger & Co. vs. Baltimore & Ohio et al., mimeographed, 
has found rates on plate glass, in carloads, from Toledo and Ross- 
ford, O., Saginaw, Mich., and Blairsville, Pa., to Memphis, not 
unjustly discriminatory or unduly prejudicial, and not unreason- 
able except to the extent they exceeded the aggregate of inter- 
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mediates and that Binswanger & Co. were entitled to reparation, 


The case involved ten carloads received between June 20, 1922, 
and May 22, 1923. 


SWITCHING CHARGES CASE 


In No. 13660, Butterworth-Judson Corporation vs. Director. 
General, and Central of New Jersey, mimeographed, the Com. 
mission found switching charges of 30 cents per ton assessed in 
the period of federal control, on carload movements between 
points in complainant’s plant at Newark, N. J., were applicable 
and not unreasonable. It awarded reparation for certain over. 
charges found by it. The complaint alleged that switching 
charges of 30 and 40 cents per ton, net or gross as rated, mini- 
mum $6.50 per car, imposed between October 1, 1918, and Feb. 
ruary 28, 1920, were unreasonable. Reasonable charges were 
asked for the future as well as reparation down to the basis 
of 15 cents per ton. The Commission found the charges at 40 
cents per ton inapplicable, but that the charges at 30 cents per 
ton were applicable. It directed refund on those cars on which 
charges were assessed at the rate of 40 cents per ton. 


ROLLED OATS CASE DISMISSED 


The Commission has dismissed No. 15774, H-O Cereal Co. 
vs. Atchison, Topeka & Santa Fe et al., mimeographed, on a 
finding that rates on rolled oats, carloads, from Buffalo to des- 
tinations in California, Nevada, Oregon and Washington were 
not unreasonable or unjustly discriminatory. It said the com- 
plainant had not been shown to have been damaged by any un- 
due prejudice that may have existed. The complaint alleged 
the rates on 85 carloads of rolled oats, shipped to various des- 
tinations in California, Nevada, Oregon and Washington, between 
July 1, 1922, and March 6, 1928, were unreasonable, unjustly 
discriminatory, unduly prejudicial and violative of the aggregate 
of intermediates part of the fourth section. The Commission 
said the complaint was grounded on the fact that reductions in 
rates from transcontinental group B were not made at the same 
time that reductions were made from other more western groups. 


GRAIN REPARATION CLAIMS 


The Commission has dismissed No. 15534, Northern Grain 
and Warehouse Company vs. Oregon Short Line et al., mimeo- 
graphed, and seventeen sub-numbers joined therewith, holding 
that the complainants were not entitled to reparation on ship- 
ments of grain and grain products, from points in Idaho, Mon- 
tana, Oregon and Washington, to destinations in California, 
Oregon, Utah, Washington, Minnesota, Missouri and Tennessee, 
that moved between November 20, 1921, and January 6, 1922. 
The complaints alleged the rates were unreasonable. 

These cases were attempts to obtain reparation on ship- 
ments made in the period hereinbefore mentioned because the 
Commission, in Rates on Grain, Grain Products and Hay, 64 
I. C. C. 85, on October 20, 1921, found the rates in question un- 
reasonable and expressed the expectation that reduced rates 
would be made effective as soon as possible but not later than 
November 20, 1921. No order was issued until November 21, 
1921, at which time the carriers were given until December 27 
to put into effect the lower rates. Owing to the inability of 
the carriers, physically to prepare the schedules, the effective 
date was postponed until January 7, 1922. 


Counsel for the complainants, the Commission’s report said, 
conceded that he would have no case if an order had been en- 
tered on October 20, 1921, the day the case was decided, fixing 
January 7, 1922, as the date upon which the reduced rates should 
become effective. The complainants, however, contended that 
they acquired vested rights in reasonable rates when the Com- 
mission called upon the carriers to put into effect reduced rates 
on November 20, 1921. The Commission, however, pointed out 
that the case was an investigation instituted by it and not a 
proceeding upon complaint; also that its powers were not those 
of a court of equity. In disposing of the case the Commission 
said: 


Complainant supports its position_that it is entitled to_rep- 
aration, based on the report in the Grain Case, by citing Brit- 
tain Bros. vs. St. L. & S. F. R. R. Co., 45 I. C. C. 87, and Plymouth 
Coal Co. vs. P. R. R. Co., 56 I. C. C. 699. In the former case rep- 
aration was sought on shipments which moved during the period 
from September 6, 1914, to March 2, 1916, on rates higher than 
those prescribed more than two years prior to the date of move- 
ment of those shipments. In other words, in the Brittain case 
the shipments moved more than two years after the rates should 
have been established. In the Plymouth Coal case we outlined 
the foundations on which our decision in the previous investi- 
gation into the coal rates rested, and said (page 702): : 

“We are thus led to the merits, and must first determine 
whether the rates under attack were unreasonable or otherwise 
unlawful during the period of two years prior to the filing of 
the complaints, and down to the effective date of our order in 
the Anthracite Case.” 

We then reviewed the submissions of the parties in the 
Plymouth Coal case, including reference to various comparisons 
made with rates contemporaneously in effect on the same and 
similar commodities. In the present case no rates charged were 
stated or comparisons made as was done in the Plymouth Coal 
case, which case was decided on the facts of record therein. 
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The complaints in that case were filed prior to the institution of 
the investigation. The cases are not opposite. 

‘We find that the rates assailed were not unreasonable, This 
finding, however, is without prejudice to any conclusions which 
may be subsequently reached in any pending proceeding in which 
these F eens may be brought in issue. The complaint will be dis- 
missed. 

This report also embraces No. 15534 (Sub. No. 1), Same vs. Same; 
No. 15534 (Sub. No. 2), Same vs. Great Northern Railway Company 
et al; No. 15534 (Sub. No. 3), Same vs. Camas Prairie Railroad Com- 
pany et al.; No. 15534 (Sub. No. 4), Same vs. Northern Pacific Railway 
Company et al.; No. 15534 (Sub. No. 5), Same vs. Camas Prairie Rail- 
road Co. et al.; No. 15534 (Sub. No. 6), Same vs. Oregon Short Line 
Railroad Company et al.; No. 15534 (Sub. No. 7), Same vs. Same; No. 
15534 (Sub. No. 8), Same vs. Same; No. 15534 (Sub. No. 9), Same vs. 
Oregon Short Line Railroad Company; No. 15534 (Sub. No. 10), Same 
vs. Oregon-Washington Railroad & Navigation Company; No. 15534 
(Sub. No. 11), Same vs. Great Northern Railway Company; No. 15534 
(Sub. No. 12), Same vs. Northern Pacific Railway Company; No. 15534 
(Sub. No. 13); Same vs. Chicago, Milwaukee & St. Paul Railway Com- 
pany; No. 15534 (Sub. No. 14), Same vs. Oregon-Washington Railroad 
& Navigation Company et al.; No. 15534 ub. No. 15), Same vs. 
Spokane, Portland & Seattle Railway Company; No. 15534 (Sub. 
No. 16), Same vs. Northern Pacific Railway Company, et al.; and 


No. 15534 (Sub. No. 17), Same vs. Oregon Trunk Railway Com- 
pany, et al. 


MICHIGAN CLASS RATES 


In a report on reargument and further hearing in No. 13313, 
Michigan Traffic League vs. Ann Arbor et al., opinion 10420, 98 
I. C. C. 660-7, written by Commissioner Cox, the Commission 
has revised the class rate differentials applying in the zoned 
territory in the lower peninsula of Michigan, to be made oper- 
ative not later than September 10. It found class rates and 
commodity rates bearing a direct relation thereto between points 
in the lower peninsula north of the main line of the Michigan 
Central between Detroit and Chicago, on the one hand, and 
points in Central territory on and south of that line, on the 
other, unreasonable and unduly prejudicial to the extent that 
they might exceed the following to and from zone B with the 
addition of the entire thumb district between Saginaw Bay and 
Lake Huron: Rates exceeding the class scale applicable south 
of the line by more than two cents per 100 pounds first class to 
and from zones C and D, excluding the thumb district; rates 
exceeding the class scale by more than six cents; other classes 
to be scaled as they are in the scale. 

The Michigan Commission has been considering a similar 

complaint and the arrangement was for simultaneous promulga- 
tion of reports at Washington and Lansing at noon June 19, 
Washington time. : ; 
' Commissioner Campbell, concurring, said this was a step 
in the right direction, but that the solution would not be com- 
plete until zone A scale was made applicable throughout the 
lower peninsula, as requested by the complainant. 


FARGO CLASS RATE CASE 


Ina report, written by Commissioner Campbell, on No. 13839, 
Commercial Club of Fargo, N. Dak., vs. Ahnapee & Western et 
al., and No. 13917, Chamber of Commerce of Jamestown, N. Dak., 
et al. vs. Big Fork & International Falls et al., opinion No. 10425, 
98 I. C. C., 691-736, the Commission ordered a revision of class 
rates to and from Fargo, Valley City and Jamestown, N. Dak., 
not later than September 11 which, it is believed, will have a 
considerable, if not profound, effect upon class rates in Western 
frunk Line territory, especially the rates between Chicago and 
the Twin Cities. The order requires the establishment of a rate 
on class traffic from Chicago to the North Dakota points and a 
proportional lower than that so-called proper or local rate ap- 
plicable on traffic originating at Chicago and going only to the 
North Dakota points. A scale for application in western Minne- 
sota is prescribed for use in making rates from the Twin Cities, 
Duluth and related points in Minnesota and Wisconsin taking 
the same rates, to the North Dakota points and Moorehead, 
Minn., the latter a border point; and from Fargo, Moorhead, 
[win Cities, Duluth and other points in Minnesota to destina- 
tions in Minnesota 150 miles and less from Fargo. 


Broadly speaking, the complainants desired the extension of 
the level of rates in western Minnesota to the localities for which 
they claimed to be speaking. The Commission, however, found 
the Minnesota rates less than reasonable maxima, substituting 
for them what it thought would be reasonable rates. The orders 
are founded on findings of unreasonableness, undue prejudice, 
unjust discrimination against interstate commerce and undue 
preference. 

One of the important findings, not backed by an order but 
by admonition to cure the situation within 90 days, is that the 
class rates from Chicago to Fargo are unduly prejudicial to 
Fargo and unduly preferential of St. Paul and Minneapolis. As 
before indicated, the Commission prescribed reasonable class 
rates, both local and proportional, from Chicago to Fargo, but 
nevertheless gave the carriers 90 days in which to remove undue 
prejudice. 

The report of the Commission differs somewhat from the 
recommendations made in the proposed report by Examiner Wil- 
kins but the differences are due, in a considerable degree, to 
changes that have come about by reason of things done or pro- 
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posed to be done in respect of Western Trunk Line territory 
rates, to which question is attached the questions raised in Indi- 
ana Public Service Commission vs. Atchison, Topeka & Santa 
Fe, 88 I. C. C., 709. The finding in that case was specifically 
affirmed in the report on this case, as to the rates from Chicago 
to Twin Cities being depressed by water competition. It added 
that a finding that both factors of the Twin Cities combination 
from Chicago to Fargo were depressed was not conclusive that 
the joint through rate, which was only half a cent lower than the 
combination, was reasonable. 

That 90 days of grace for the removal of undue prejudice is 
the factor in the report, the effect of which was not obvious by a 
mere reading of the report. The Commission ordered a first 
class rate of 165 cents from Chicago to Fargo and a proportional 
on traffic from central, trunk line and New England territories, 
which of course would apply on traffic from Indiana, of 149. 
Then it found that the rates of 165 and 149 cents would not 
wholly remove the undue prejudice, for which reason it allowed 
90 days of grace to be used by the railroads for further working 
on that situation. 

The Fargo complaint alleged the class rates from Twin 
Cities, Minnesota Transfer, Cloquet, Duluth and West Duluth, 
Minn., and Superior and South Superior, Wis., to Fargo were un- 
reasonable, unduly prejudicial and unjustly discriminatory 
against interstate commerce to the extent they exceeded the in- 
trastate rates contemporaneously applicable to Moorhead, Minn., 
1.2 miles east of Fargo; that the distributing class rates from 
Fargo to points in Minnesota were unreasonable, unduly preju- 
dicial and unjustly discriminatory against interstate commerce 
to the extent they exceeded the contemporaneous class rates ap- 
plicable from Moorhead and other points in Minnesota to the 
same destinations; that the class rates to Fargo from Chicago, 
Ill., and from central, trunk line, and New England territories 
made with relation to the Chicago rates were unreasonable and 
unduly prejudicial to the extent that they exceed 140 per cent of 
the corresponding rates to St. Paul and Minneapolis, Minn.; that 
the class rates from Fargo to Montana points were unreasonable 
and unduly prejudicial as related to the corresponding rates from 
the Twin Cities; that the class rates from Fargo to points in 
North Dakota were unreasonable, unduly prejudicial, and un- 
justly discriminatory against intrastate commerce as compared 
with corresponding rates from the Twin Cities; that the class 
rates from Omaha, Nebr., and Kansas City, Mo., and related 
points of origin to Fargo were unreasonable and unduly prejudi- 
cial to the extent that they exceed the corresponding rates to 
Duluth; and that the class rates from California, New Mexico, 
Nevada, and Utah points to Fargo were unreasonable and unduly 
prejudicial to the extent that they exceed the corresponding 
rates to the Twin Cities, in violation of section 1, 3, and 13 of 
the interstate commerce act. The other complaint closely re- 
sembled it in general effect. 

The scale known as Appendix 2, the rules for the application 
of the rates prescribed and the findings are as follows: 


We find in No. 13917 that the class rates from St. Paul, Minne- 
apolis and Duluth, Minn., and Superior, Wis., and related points 
taking the same rates, to Valley City and Jamestown, N. Dak., are 
and for the future will be unreasonable to the extent that they 
exceed, or may exceed, the scale of class rates shown in Appendix 2, 
which scale is found to be just and reasonable as a maximum for 
application from and to these points. . 

In applying the scale of class rates herein prescribed, when the 
Twin Cities do not fall in the same distance block to a destination 
the average distance from the Twin Cities to such destination shall 
be used and the resulting rate applied from both points. 

We further find that the maintenance of class rates from the 
points of origin above named to Fargo, N. Dak., which are lower, 
distance considered, than the class rates contemporaneously main- 
tained from the same points of origin to Valley City and Jamestown 
is, and for future will be, unduly prejudicial to Valley City and 
Jamestown and unduly preferential of Fargo to the extent that. the 
rates to Valley City and Jamestown exceed, or may exceed, the corre- 
sponding rates contemporaneously maintained from the same points 
of origin to Fargo by more than the differences that would exist 
between the rates from said points of origin to Valley City and James- 
town on the one hand, and Fargo on the other, under the scale of 
maximum class rates shown in Appendix 2. 

The Valley City and Jamestown complaints attack not only the 
westbound rates, but also the eastbound rates to the Twin Cities, 
Duluth and Superior, and related points taking the same _ rates. 
The primary interest of these complainants is in the westbound rates, 
and they offered little evidence with respect to the eastbound rates. 
Our findings in No. 13917 must accordingly be limited to the west- 
bound rates. We observe, however, that this record reveals no reason 
od applying a different level of rates in one direction than in the 
other. 

We further find that the application by defendants of commodity 
rates lower than the corresponding class rates on canned fruits and 
vegetables, vinegar and cider, condensed milk, pickles, rice, sar- 
dines, sugar, sirup, and building and roofing paper from St. Paul, 
Minneapolis, and Duluth, Minn., Superior, Wis., and points taking 
the same rates to Fargo, while contemporaneously applying the full 
class rates on the same commodities to Valley City and Jamestown, 
is, and will be, unduly prejudicial to Valley City and Jamestown and 
unduly preferential of Fargo to the extent that the percentage rela- 
tinships between the assailed rates on such commodities and the 
corresponding class rates hereinbefore prescribed under the western 
classification applicable on the same commodities to Valley City 
and Jamestown exceed, or may exceed, the percentage relationships 
between the rates on such commodities and the corresponding class 
rates to Fargo. The record is not sufficiently informative to permit 
a determination as to the reasonableness of the assailed rates on these 
commodities, and the method of removing this undue prejudice will 
be left to defendants. 

We further find that the maintenance of exceptions to the classi- 
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fication on live poultry, wooden barrels, confectionery, candy and 
chewing gum, egg-case fillers, and roofing paper from St. Paul, 
Minneapolis, and Duluth, Minn., Superior, Wis., and points taking 
the same rates to Fargo, while contemporaneously failing to main- 
tain such exceptions from the same origin points to Valley City and 
Jamestown, is, and for the future will be, unduly prejudicial to 
Valley City and Jamestown, and unduly preferential to Fargo. We 
have no evidence upon which to base a finding with respect to the 
reasonableness of these exceptions, and we shall leave to defendants 
the method of removing this undue prejudice by the establishment 
of reasonable classification exceptions or rates to all three points. 

It appears that through rates to certain North Dakota points ex- 
ceed the aggregates of intermediate factors to and from Fargo, 
using to Fargo rates made by the use of the exceptions to the classi- 
fication above stated. These fourth-section violations should be 
promptly eliminated. 

We find in No. 13839 that the class rates from St. Paul, Minne- 
apolis, Minnesota Transfer, Cloquet, Duluth, and West Duluth, 
Minn., and Superior and South Superior, Wis., to Fargo are not 
unreasonably high, but are, and for the future will be, unduly 
prejudicial to Fargo and unduly preferential of Moorhead to the 
extent that they exceed, or may exceed, the corrsponding rates con- 
temporaneously maintained from the same points of origin to Moor- 
head by more than the differénces that would exist between the rates 
from said points of origin to Fargo and Moorhead under the scale 
of maximum class rates shown in Appendix 2, and that any greater 
difference or disparity between the rates from said points of origin 
to Fargo and Moorhead results, and would result, in unjust dis- 
crimination against interstate commerce to Fargo. 

We further find that the class rates from St. Paul, Minneapolis, 
Minnesota Transfer, Cloquet, Duluth, and West Duluth, Minn., and 
Superior and South Superior, Wis., to Fargo and Moorhead are less 
than reasonable maximum rates, and that reasonable maximum rates 
from the said points of origin to Fargo and Moorhead are and will 
be those in the scale of class rates shown in Appendix 2. 

We find that the class rates from Fargo to destination in Minne- 
sota distant 150 miles and less from Fargo over short-line routes 
are not unreasonably high, but are, and for the future will be, un- 
duly prejudicial to x and unduly preferential of Moorhead, the 
Twin Cities, Duluth, rookston, Fergus Falls, Thief River Falls, 
Detroit City, Wadena, Brainerd, Sauk Center, St. Cloud, and 
Willmar, Minn., to the extent that they exceed, or may exceed, the 
corresponding rates contemporaneously maintained from the said 
points of origin in Minnesota to the same destinatins by more than 
the differences that wuld exist between the rates from said points of 
origin, on the one hand, and from Fargo, on the other, to said 
Minnesota destinations under. the scale of class rates shown in 
Appendix 2, and that any greater difference or disparity between 
the aforesaid rates from Minnesota origin points and from Fargo 
results, and would result, in unjust discrimination against inter- 
State commerce from Fargo. 


We further find that the class rates from Fargo and the Minnesota 
points of origin above named to points in Minnesota 150 miles and 
less from Fargo over short-line routes are less than reasonable 
maximum rates, and that reasonable maximum rates from Fargo and 
the Minnesota origin points above named to the said Minnesota des- 


tinations are, and will be, those in the scale of class rates shown in 
Appendix 2. 


There can be no doubt upon this record that the present class 
rates from Chicago and points basing thereon in central, trunk-line, 
and New England territories to Fargo place the latter point and its 
shippers at an undue disadvantage as compared with the corre- 
sponding rates to the Twin Cities. In Indiana Public Service Com- 
mission vs. A. T. & S. F. Ry. Co., 88 I. C. C. 709, we found that 
the rates from Chicago to the Twin Cities are depressed: that this 
depression was brought about by water competition at those points 
when the bases of rates were originally established; and that since 
then the few changes which have been made have not materially 
modified the relative level of those rates. We affirm that finding 
here. However, our finding that both of the factors of the Twin 
Cities combination from Chicago to Fargo are depressed is not con- 
clusive that the joint through rate, which is only 0.5 cent lower than 
the combination, is reasonable. Under the scale shown in Appendix 
2, as extended by 4 cents for every 25 miles beyond 500 miles, the 
first-class rates from Chicago to Fargo would be $1.81. But con- 
sideration must be given to the fact that the level of the rates is, 
and properly should be, somewhat lower east than west of the Twin 
Cities. The haul from Chicago up to the Twin Cities is the same 
on traffic to Fargo as on traffic to the Twin Cities. We have con- 
sistently adhered to the view in recent years that joint rates should 
be somewhat lower than the aggregates of the intermdiate rates 
because of the facts that ton-mile earnings should decrease as dis- 
tance increases and that, as a general rule, a through movement en- 
tails less terminal expense than two local movements to and from 
the intermediate point. For the same reason traffic moving on class 
rates to Fargo from points east of, and basing on, Chicago is entitled 
to proportional rates from the latter point, which are somewhat lower 
than the reasonable class rates on local traffic from Chicago. This 
is desirable also in order to remove the present discriminations 
brought about by the existing differences in the classifications east 
and west of Chicago. 

We find that the class rates from Chicago to Fargo are, and for 
the future will be, unreasonable to the extent that they exceed, or 
may exceed, the following, in cents per 100 pounds: 
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We further find that the class rates from all points east of Chicago 
in central, trunk-line, and New England territories to Fargo are, 
and for the future will be, unreasonable to the extent that the factors 
from Chicago to Fargo exceed, or may exceed, the following, in cents 
per 100 pounds: 


Class ........ evccee cvccccccccce 1 2 . £6 2 B.C DD 2 
oo ere ee - 149 127 104 82 54 64 49 40 33 27 


We further find that the class rates from Chicago to Fargo on 
local traffic and on traffic from points east thereof in central, trunk- 
line, and New England territories are unduly prejudicial to Fargo 
and unduly preferential of the Twin Cities, and that establishment 
of the local and proportional rates above found reasonable will not 
wholly remove this undue prejudice. Defendants will be expected 
to remove the remaining undue prejudice. If this is not done within 
90 days from the date of service of this report, the matter may be 
again brought to our attention. 

We further find that the class rates from Duluth to Fargo on 
traffic from beyond Duluth by lake or by rail and lake are, and for the 
future will be, unreasonable to the extent that they exceed, or may 
exceed, the following, in cents per 100 pounds: 
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There are no proportional class rates from Duluth to the Twin 
Cities applying on traffic from beyond Duluth by lake or by rail and 
lake, and through lake-and-rail or rail-lake-and rail traffic does not 
move beyond Duluth to the Twin Cities on the local rates from 
Duluth. The complaint in No. 13839 does_not attack the through 
lake-and-rail or rail-lake-and-rail rates to Fargo. While it appears 
that Fargo suffers undue disadvantage as compared with the Twin 
Cities with respect to such traffic, and while the establishment of the 
reasonable proportional rates above prescribed will only partially 
correct the situation, it is not possible upon these pleadings to do 
more than recommend a further readjustment of the rates to the 
Twin Cities and to Fargo to lessen the spread as between these two 
competing cities as to such through lake-and-rail or rail-lake-and-rail 
traffic. 

There is very little evidence of record dealing directly with the 
question of reasonableness of the rates either from Fargo or the 
Twin Cities to Montana points. Upon this record we find that the 
class rates from Fargo to points in Montana are not unreasonable. 
We further find that to points in Montana more than 900 miles from 
Fargo over short-line routes and to points in Montana east of Malta, 
Melstone, and Myers the class rates from Fargo are not unduly preju- 
dicial, but that to Malta, Melstone, and Myers, and to all points in 
Montana west thereof not more than 900 miles from Fargo over 
short-line routes, they are, and for the future will be, unduly preju- 
dicial to Fargo and unduly preferential of the Twin Cities to the 
extent that the said rates from Fargo exceed, or may exceed, rates 
which are less than the corresponding rates contem!poraneously 
maintained from the Twin Cities to the same destinations by 25 
cents on first class, and on the other classes by amounts ascertained 
by applying the same percentages to the first-class rates so con- 
structed as are reflected by the corresponding rates contemporan- 
eously maintained from the Twin Cities to the same points. 

We have repeatedly urged uniform class percentages where the 
same classification applies. The class rates from Fargo to all points 
in Montana should accordingly be revised so as to reflect uniform 
class percentages. 

We find that the class rates from Omaha and Kansas City and 
points taking the same rates to Fargo are, and for the future will be, 
unreasonable to the extent that they exceed or may exceed the fol- 
lowing, in cents per 100 pounds: 


Classes 1 2 Ss £€# FAB EC PD BR 
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While we have said that a large volume of movement is not neces- 
sary in order to justify a finding of undue prejudice, nevertheless 
in this case there is practically no evidence of actual or potential 
competition between Fargo and Duluth on traffic originating at 
either Omaha or Kansas City. Upon this record we find that the 
rates from Omaha and Kansas City and points related thereto to 
Fargo have not been shown to be unduly prejudicial. 

We find that the class rates from all points in California, Nevada, 
and Utah to Fargo are, and for the future will be, unreasonable and 
unduly prejudicial to the extent that they exceed, or may exceed, 
the corresponding rates contemporaneously maintained from _ the 
same points to Duluth. 


Grand forks intervened in support of Fargo. The Commis- 
sion said the record did not reveal any such difference in trans- 
portation conditions as to warrant any difference in treatment 
of the two places. It said the carriers, in making the readjust- 
ment required, should revise the corresponding rates from and 


to Grand Forks in harmony with the resulting rates from and to 
Fargo. 


In computing distances under the scale of rates shown in Ap- 
pendix 2 the shortest routes via existing connections for the inter- 
change of carload traffic shall be used, embracing as a maximum 
the lines of not more than three line-haul carriers, except where 
through routes for the transportation of class traffic are now in use 
by defendants which embrace the lines of more than three line-haul 
carriers, and over which the distances are less. Lines under common 
ownership or control will be considered as a single line, and where 
a portion of the same railroad is used more than once in computing 
a distance it will be counted as a separate line each time it is used. 

Upon appropriated application, consideration will be given to the 
matter of fourth-section relief to enable circuitous lines or routes to 
meet the rates herein prescribed over short lines or routes and to 
maintain higher rates at intermediate points. 


APPENDIX 2 


Maximum scale of class rates found reasonable for application 
from St. Paul, Minneapolis, and Duluth, Minn., and related points in 
Minnesota and Wisconsin taking the same rates, to Fargo, Valley City, 
and Jamestown, N. D., and Moorhead, Minn.; and from Fargo, Moor- 
head, St. Paul, Minneapolis, Duluth, and other Minnesota points 
named in the report to points in Minnesota 150 miles and less from 
Fargo. Rates are in cents per 100 pounds. See note. 
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ADVISES DISMISSAL OF COMPLAINT. 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 16505, Alabama Mining Institute vs. Illinois Central et al., 
in which a revision of the relationship of rates on coal from the 
Birmingham district, the west Kentucky field and the southern 
Illinois field, to destinations in the Mississippi Valley to the 
south of the three fields mentioned was sought. The complain- 
ant suggested that the complaint was a sequel to Galloway Coal 
Co. vs. A. G, S., 40 I. C. C. 311, in which the Commission estab- 
lished rates for the districts mentioned with a view to giving 
each what was its due in the scramble for the patronage of 
coal consumers in the south. 

In this case the complainant asked for greater differences 
in the rates, to Mississippi Valley points and beyond, in favor 
of the Alabama mines as compared with rates on the same com- 
modity to the same destinations from mines in southern Illinois 
and western Illinois. 

In addition to attacking the relationship the complainant 
assailed the divisions accorded to short lines in the far south 
by the Illinois Central and other defendants. The idea was that 
by the Illinois Central and the Louisville & Nashville paying 
the short lines in the south as large divisions on coal from 
southern Illinois and western Kentucky as was paid by the 
Southern and others servinng the Alabama mines, the Illinois 
Central was promoting the use of coal from mines on its rails 
and thereby closing the market to Alabama coals. At present, 
Smith said, Alabama coal had equality with or advantage over 
Illinois and Kentucky coal in the matter of rates as well as, in 
some measure, in quality. 

The complainant prayed not only for non-prejudicial and non- 
preferential rates but also for an inquiry into the propriety of 
the divisions accorded the short lines in the south on coal from 
Illinois and Kentucky and for an order requiring the establish- 
ment and maintenance of reasonable, equitable and non-prefer- 
ential divisions, under section 15, paragraph (6). Smith said 
violations of only the third and fifteenth sections were alleged. 
He said the object of the proceeding was to increase the differ- 
ences in the rates, to the advantage of the Birmingham district. 
Concurrently, he said, with such a change in rate relationships, 
or perhaps in default thereof, the complainant asked the Com- 
mission to adjust the rate divisions. In both desires, he said, 
the complainant was supported by the Southern Railway system 
and the St. Louis-San Francisco, Vigorous opposition, he said, 
was voiced by both the Illinois Central and the Louisville & 
Nashville, the rails of which also served, he said, directly or 
indirectly, the mines in the three fields involved. 

The Illinois Central asserted its right to maintain coal ton- 
nage by meeting the divisions accorded by the railroads object- 
ing to its giving the short lines as large divisions as they ac- 
corded them, because, as it said, such an arrangement would 
result in sending equipment to the south for the much desired 
northbound tonnage, usually lumber. 

As to the divisions, Smith said the Commission should hold 
that complainant had no rights under paragraph 6 of section 15, 
the power of the Commission over the division of joint rates 
being limited to “as between carriers parties thereto.” 


DECATUR, GA., RATE SITUATION. 


Examiner J. Edgar Smith, in a report on No. 16317, Watters- 
Tonge Lumber Co. vs. Atlanta & St. Andrews Bay et al., dealt 
with a rate on lumber situation at Decatur, Ga., that seemed 
something out of the ordinary. He said the Commission should 
award reparation on a carload of lumber which moved from 
Millville Junction, Fla., April 17, 1922, to Decatur, Ga., and after 
arrival at billed destination, was reconsigned from Decatur to 
Scottdale, Ga., thereby incurring a back haul. He said the 
charges should be held unjust and unreasonable to the extent 
they exceeded those based upon a rate of 20.5 cents from Mill- 
ville to Decatur, plus a reconsignment charge of $6.50, and plus 
the charge for the back haul. The published rate to Decatur, 
he said, was 24 cents, but that by reason of the Georgia Rail- 
road’s switching and absorption tariff, I. C. C. No. N-736, the 
rate from Millville Junction to Decatur, for seven persons and 
firms at Decatur, was the same as the rate to Atlanta, 20.5 cents, 
if the Georgia Railroad received a road haul on the traffic. In 
this instance, he said, the carload of lumber was routed so as 
to be turned over to the Georgia Railroad at Macon and a haul 
90 miles greater than the short line was incurred by that routing. 
The only possible benefit, he said, from such a routing would 
be derived if the lumber were sold to one of the seven named 
in the Georgia Railroad switching and abssorption tariff, Com- 
plainant, he said, was not named in the list of those entitled 
to the Atlanta rate. 
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“Assuming that the rate of 20.5 cents from Millville Junc- 
tion to Atlanta was reasonable; and that this Atlanta rate was 
reasonable when applied to shipments to seven industries lo- 
cated at Decatur, it follows that the rate of 24 cents applicable 
on other shipments received at Decatur was unjust and unrea- 
sonable,” said Smith. On that showing he recommended repara- 
tion to the basis of the 20.5 cent rate, plus the other charges 
made necessary to procure delivery of the lumber at Scottdale. 


RATES ON SOAP, ETC. 


On a proposed finding that rates on soap, soap powder, wash- 
ing, cleaning, and scouring compounds, in carloads, from Colgate 
& Company’s pier at the foot of Sussex street, Jersey City, N. J., 
within the lighterage limits of Greater New York, to various 
destinations in Massachusetts, Rhode Island and New Hamp- 
shire, are not unreasonable or otherwise unlawful, Examiner 
Frederick M. Dolan has recommended dismissal of the complaint 
in No. 15994, Colgate & Company vs. New York Central et al. 

The rates in issue were attacked by complainant as exces- 
sive, unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial. The Commission was asked to prescribe rates for 
the future that would not exceed those contemporaneously ap- 
plicable from freight stations, piers and shipping points on Man- 
hattan island and Brooklyn to the same destinations. Repara- 
tion also was sought in the amount of approximately $10,000, 
accruing on about 500 carloads. The Procter & Gamble Dis- 
tributing Company intervened, but offered no evidence, the ex- 
aminer said. 

After a detailed discussion of the evidence with reference to 
the rate situation involved, Examiner Dolan reached the con- 
clusion that the allegation of unjust discrimination had not been 
sustained and that the rates were and are not unreasonable. 


PROPOSED PULP WOOD RATE 


Examiner Thomas E. Pyne, in a report on No. 15705, Toma- 
hawk Kraft Paper Co. vs. Chicago & North Western et al., said 
the Commission should find unreasonable the rates on pulp wood, 
in carloads, from Minnesota points to Wisconsin Dam and Kings, 
Wis., when traffic was routed via Duluth or Missabe Junction, 
Minn., the Minneapolis, St. Paul & Sault Ste. Marie to Bradley, 
Wis., and thence over the Marinette, Tomahawk & Western. 
He said the finding of unreasonableness should be confined to 
the rates over the route indicated and that the others should 
be found not unreasonable or unduly prejudicial. As to the rates 
to be condemned, he said the finding should be that they were, 
are and will be, unreasonable to the extent that the factor from 
Duluth or Missabe Junction to the destinations mentioned, ex- 
ceeded, exceeds or may exceed 9 cents per 100 pounds. 

The complaint alleged the rates were in violation of the 
first three sections of the act. Just and reasonable rates for 
the future and reparation were asked, the latter on all shipments 
on and after February 1, 1924. The Wisconsin Traffic Associa- 
tion and the Tomahawk Pulp & Paper Company intervened in 
behalf of the complainant. Pyne said the Commission should 
find the complainant and the intervening company made ship- 
ments and were entitled to reparation. He said the gravamen 
of the complaint was the addition of the full locals of the Mari- 
nette, Tomahawk & Western to the trunk line junction joint 
rates. The complainant and intervener asked for the establish- 
ment of joint proportionals from Duluth and Missabe Junction 
on the basis of an arbitrary of 1.1 cents over the interstate 
single-line scale now in effect. 


REPARATION ON FIRE BRICK 


An award of reparation in No. 15570, Wellsville Fire Brick 
Company vs. Director-General, as agent, has been recommended 
by Examiner Thomas E. Pyne on a proposed finding that rates 
applicable on fire brick shipped from Wellsville, Mo., to points 
in Oklahoma and Texas, between October 18, 1919, and February 
20, 1920, were unreasonable to the extent that they exceeded the 
rates contemporaneously in effect from Mexico, Mo., to the same 
destinations. 


RATES ON EMPTY KEGS 


Examiner John T. Money has recommended the dismissal 
of No. 16089, Coca-Cola Company vs. Atchison, Topeka & Santa 
Fe et al., on a finding that the applicable rates on empty, tight, 
wooden barrels and kegs, carloads, from St. Louis to Los An- 
geles, had not been shown to have been unreasonable or unjustly 
discriminatory. The complaint covered 78 carloads, shipped be- 
tween July 19, 1921, and September 16, 1923. Money said the 
record did not show what rates were collected but that fourth 
class rates, subject to Western Classification, were applicable. 
The complainant contended that the rates should not have ex- 
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ceeded the sum of the commodity rate from St. Louis to Utah 
common points and the commodity rate from Los Angles to Utah 
common points and the commodity rate from Los Angeles to 
Utah common points. 


RATE ON IMPORTED WOOD PULP 


In a proposed report in No. 16312, Stevens and Thompson 
Paper Company vs. Boston & Maine et al., Examiner John T. 
Money has recommended a finding that a commodity rate of 24 
cents on imported wood pulp from Boston, Mass., to Ondawa, 
N. Y., shipped between December 26, 1922, and March 21, 1923, 
inclusive, was unreasonable to the extent that it exceeded 22.5 
cents, that reparation be awarded, but that the present rates on 
imported wood pulp from and to the same points be found not 
unreasonable. 


EXAMINER ADVISES DISMISSAL 


Attorney-Examiner John B. Keeler has recommended the 
dismissal of No. 15897, Wallingford Brothers vs. Chicago, Rock 
Island & Pacific et al., on a finding that the charges collected on 
a car of wheat shipped in October, 1922, from Chappell, Neb., to 
Wichita, Kans., stored at that point and reshipped to San Diego, 
Calif., were not unreasonable. The complaint alleged they were 
unreasonable and unduly prejudicial. Reparation only was 
sought. Charges were collected at a combination of $1.23. Rep- 
aration was sought to the basis of a rate of 74.5 cents. The ex- 
aminer said that the Rock Island transit tariff naming the rate 
of 74.5 cents did not authorize storage on grain moving out of 
the storage point on rails other than the Rock Island. He said 
that a transit tariff of the Orient did authorize what was claimed 
but that the Rock Island tariff and not that of the Orient gov- 
erned the shipment. The grain moved out over the Orient. 


RATES ON OLD MARNE ENGINE PARTS 


Examiner Warren H. Wagner has recommended dismissal 
of the complaint in No. 16096, Louis Simon vs, Southern et al., 
on a finding that rates charged on three carloads of portions of 
dismantled marine engines shipped from Alexandria, Va., to Har- 
risburg and Lebanon, Pa., in 1923, were not unreasonable. The 
shipments were billed as scrap iron, the rates thereon being $3.65 
per long ton to Harrisburg and $3.66 to Lebanon. After inspec- 
tion by a representative of the Southern Weighing & Inspection 
Bureau, the examiner said, the billing was changed to “Machin- 
ery, N. O. I. B. N.” Under the changed billing the applicable 
rates were fifth class rates of 27 cents per 100 pounds to Har- 
risburg and 28.5 cents to Lebanon, The examiner said that, on 
the record, the conclusion must be reached that the articles 
shipped were not scraps, or pieces of iron or steel, having value 
for remelting purposes only, and that the Commission should 
find that the fifth class rate was applicable. 


RATE ON CRUDE CLAY 


Dismissal of the complaint in No. 16324, Thompson, Wein- 
man & Company, Inc., vs. Southern et al., has been recommended 
by Examiner David T. Copenhafer on a proposed finding that a 
rate of $2.59, charged on 13 carloads of crude clay shipped in 
May, June and July, 1924, from Langley, S. C., to Cartersville, 
Ga., was not unjust or unreasonable. 


REPARATION ON SAND 


Examiner J. O. Cassidy, in No. 16001, Florence Chamber of 
Commerce vs. Nashville, Chattanooga & St. Louis et al., said the 
Commission should find unreasonable the rate charges on one 
carload of sand from Lipe, Tenn., to Sheffield, Ala., shipped in 
March, 1923. A rate of $4.90 per ton was assessed. He said it 
should be held unreasonable to the extent it exceeded $1.76 per 
ton. He said the Commission should further find that the pres- 
ent rates of $1.67 from Lipe to Florence, Ala., and $1.76 from 
Lipe to Tuscumbia, Ala., via the N. C. & St. L. and L. & N., not 
unreasonable, without prejudice, however, to the establishment 
of lower rates over the short line distance. 


DEFINITE AWARDS RECOMMENDED 


Awards of reparation on shipments of coal moving between 
October 15, 1911, and August 21, 1916, have been recommended 
by Examiner Morris H. Konigsberg in a report on No. 5504, 
Cotton Manufacturers’ Association of South Carolina vs. Caro- 
lina, Clinchfield & Ohio et al. The shipments in question were 
from the Appalachia and Dante fields of Virginia to destinations 
in South Carolina. This report is on further hearing on the 
sole question of proving damages on shipments covered by de- 
cisions heretofore made. The former reports in this case are 
in 37 I. C. C. 652; 53 I. C. C. 741; 57 1. C. C. 584; and 85 1. C. C. 
131. 

At the further hearing the defendants objected to the taking 
of any testimony on the question of damage. They claimed that 
the claims for reparation were barred by the limitation period 
contained in section 16, for the reason that in the original de- 
cision rendered December 31, 1915, reparation was denied, that 
in the supplemental decision of July 5, 1919, 53 I. C. C. 475, it 


THE TRAFFIC WORLD 


Vol. XXXV, No. 25 


was again denied, but that the Commission did find that rep- 
aration should be made on shipments moving after December 
31, 1915, and that consequently when the decision of May 18, 
1920, 57 I. C. C. 584, was rendered, the two-year period had 
expired. 

Objection was also made to the allowance of interest in the 
event that reparation should be awarded on the ground that the 
Commission was without jurisdiction to make such an award. 
Konigsberg cited cases to show that the objections were not well 
taken and then made his definite recommendations, in sums 


running from a few dollars to $3,690, there being about 200 
awards. 


INTERNAL COMBUSTION ENGINE CASE 


Examiner Burton Fuller has recommended the dismissal of 
No. 16161, Lone Star Gas Company vs. Atchison, Topeka & Santa 
Fe et al., on a finding that rates on internal combustion engines 
and related commodities, such as heat exchangers, fuel exchang- 
ers and boilers, in carloads, from defined and seaboard territo- 
ries, to destinations in Oklahoma and Texas are not unreason- 
able. The engines and related commodities are such as are used 
in operating natural gas wells, the distribution of their gas and 
the taking of gasoline from that natural gas before its being 
pumped to points of consumption. The complaint alleged the 
rates were unjust and unreasonable and asked for reparation. 
The report also covers two sub-numbers brought by the same 
complainant against different groups of carriers. 


EXAMINER ADVISES DISMISSAL 


Examiner F. L. Sharp has recommended the dismissal of No. 
16568, Gulf Refining Co. vs. Boston & Albany et al., on a finding 
that rates charged on petroleum and petroleum products, from 
Beverly, Mass., to Concord and Manchester, N. H., between June 
16 and October 25, 1924, and between October 8 and October 21, 
1924, were not unreasonable or unduly prejudicial. Charges 
were collected on the basis of rates of 19 cents to Concord and 
17 cents to Manchester. Rates of 17 and 16 cents were sought. 
The evidence of undue prejudice, the examiner said, was con- 
fined to a showing that lower rates were in effect from com- 
peting points around Boston where other oil companies main- 
tained what were known as ocean bulk terminals; that is, sta- 
tions to which petroleum and its products were taken by ocean 
tankers for distribution into the interior of New England. The 
examiner said the rates charged and still in effect were 90 per 
cent of fifth class rates prescribed for Class B lines in Proposed 
Increases in New England, 40 I. C. C. 421, subjected to general 
increases and decrease. The complainant, however, urged that 
the routes over which the traffic moved were all in Class A ter- 
ritory, although the short lines were in both zones. Sharp said 
it apparently would result in great confusion to require carriers 
in New England to compute class rates upon circuitous route 
mileage through Class A territory whenever such a practice 
would produce lower rates than the short-route mileage through 
Class B territory. No such practice, he said, was contemplated 
in the New England case mentioned, and such a finding was not 
sought here. He said this record would not support a finding 
that the mileage basis for commodity rates on petroleum and its 
products should be other than the same as for class rates. 





RATES ON WRAPPING PAPER 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner J. O. Cassidy in No. 14775, 
Jackson Paper Company vs. Alabama Great Southern et al., as 
to rates on wrapping paper, in less than carloads, from Harts- 
ville, S. C., to Jackson, Miss. The complaint alleged the rates, 
carload and less than carload, were in violation of the first 
four sections of the act. Since the filing of the complaint, the 
examiner said, the carriers had reduced the carload rate to the 
basis of the Vicksburg rate, the basis sought, hence the question 
of reparation on carloads had been transferred to the special 
docket. Cassidy said the Commission should find the less than 
carload rates were and are unreasonable to the extent they ex- 
ceeded, prior and subsequent to July 1, 1922, the rates contem- 
poraneously applicable from Hartsville to Vicksburg, and award 
reparation to that level. 


KNOWLTON RECOMMENDS DISMISSAL 


Examiner Alfred S. Knowlton has recommended the dismis- 
sal of No. 16507, Western Brokerage Company vs. Atlantic Coast 
Line et al., on a finding that rates on peanuts, in the shell, in 
carloads, from Suffolk, Va., to Hutchinson, Kan., are not unrea- 
sonable, unjustly discriminatory or unduly prejudicial. The com- 
plaint alleged they were unjust, unreasonable, unjustly discrim- 
inatory, unduly prejudicial and preferential and in violation of 
the long-and-short-haul part of the fourth section. Knowlton 
said that a strikingly similar situation as the one presented here 
was to be found in Wichita Board of Commerce vs. A. T. & S. F. 
et al., 87 I. C. C., 249, in which cotton piece goods constituted the 
commodity involved. He said that in that and another case the 
Commission had found that it had not been shown that Hutch- 
inson or Wichita were entitled to the same rates, per ton-mile, 
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as Kansas City. He said the record in the present case did not 
in the least warrant such a finding. 


ANTHRACITE LUMP AND SLACK 


Examiner Alfred S. Knowlton has recommended the dis- 
missal of No. 16486, C. F. Bunte et al. vs. Chicago, Rock Island 
& Pacific et al., on a finding that rates on anthracite, lump and 
slack, from points in Arkansas and Oklahoma to Wichita and 
Hutchinson, Kans., are not unreasonable or unduly prejudicial. 
The complainant alleged the rates charged on shipments be- 
tween October 1, 1922, and November 25, 1925, from Spadra, 
Ark., and Oologah, Okla., and other points, were unjust, un- 
reasonable, unduly prejudicial to complainants and unduly pref- 
erential of competing dealers buying coal from other producing 
points in Arkansas, Oklahoma, Missouri and Colorado. The 


‘complainant, Knowlton said, sought to put Wichita and Hutchin- 


son on the same ton-mile basis as Kansas City was placed upon 
in Southwestern Interstate Coal Operators’ Association vs. 
Arkansas Western, 89 I. C. C. 73, and to establish a similar dif- 
ference between-the lump and slack rates of 40 cents from 
Arkansas and Oklahoma groups and 65 cents from the Spadra 
group. 


CALCINED MAGNESITE RATE 


Examiner Harris Fleming, in a report on No. 15578, Miner- 
alite Stucco Corporation vs. Chicago, Rock Island & Pacific, on 
a complaint assailing the rate on ground calcined magnesite, 
from Joliet, Ill., to Omaha, said the Commission should find that 
the rate subsequent to June 15, 1921, was not and is not un- 
reasonable, but that the rate prior thereto was unreasonable to 
the extent it exceeded 31 cents. He said the Commission should 
award reparation. The complainant contended that a reason- 
able rate would not exceed the rate contemporaneously ap- 
plicable to stucco. 


CRUDE OIL DIFFERENTIAL CASE 


A finding of unreasonableness, an award of reparation and 
an order for the future have been recommended by Examiner 
David T. Copenhafer, in No. 16010, Seitz Packing Co. et al. vs. 
Atchison, Topeka & Santa Fe et al., as to rates on crude and 
fuel oil, from points in Kansas and Oklahoma to St. Joseph, Mo. 
The complainants, users of fuel oil, alleged the rates were un- 
reasonable, unjustly discriminatory, unduly preferential and 
prejudicial. They asked for reasonable rates for the future and 
reparation. The issue was as to the differential, if any, on crude 
and fuel oil, in comparison with rates on the refined products, 
such as was ordered by the Commission in Midcontinent Oil 
Rates, 3 I. C. C. 109. The carriers contended that because the 
rates on crude and fuel oil were not 6.5 cents less than on re- 
fined was not determinative of their reasonableness. Copenhafer 
said the Commission should find that rates were, are and for the 
future will be unreasonable to the extent they exceeded, exceed 
or may exceed prior to July 1, 1922, from Kansas and Oklahoma 
points, 19.5 cents; after July 1, 1922, 17.5 cents from Oklahoma 
points; 17.5 cents from Kansas points prior to February 25, 1924; 
and from Kansas, 14 cents on and after February 25, 1924. He 
said reparation should be awarded to the basis indicated. 


RATE ON PLUMBAGO, ETC, 

Dismissal of the complaint in No. 15722, Joseph Dixon Cru- 
cible Company vs. Delaware & Hudson et al., has been recom- 
mended by Examiner Frederick M. Dolan on a proposed finding 
that a rate of 38 cents prior to July 1, 1922, and 34 cents on and 
after that date, on 74 carloads of plumbago and graphite, shipped 
between April, 1922, and June, 1923, inclusive, from New York 
harbor, within free lighterage limits, to Ticonderoga, N. Y., over 
an interstate route, were and are not unreasonable. The ex- 
aminer said complainant’s main contention was that the rates 
charged were unreasonable because they were considerably 
higher than rates from Jersey City to the same destination. De- 
fendants maintained that the rates under attack had remained 
unchanged, excepting for the general increases and reduction, at 
least since 1908, and that in order to participate in traffic des- 
tined to Delaware & Hudson points, the Central of New Jersey 
must meet the short line rates of the New York Central and that 
for this two-line haul involving an expensive lighterage service 
the rates charged were not unreasonable. 


REPARATION ON APPLE SHIPMENT 


An award of reparation has been recommended by Examiner 
F. L. Sharp in No. 16125, Browne-Hinton Wholesale Grocery 
Company vs. Great Northern et al., on a proposed finding that 
the rate charged on one carload of apples from Brewster, Wash., 
to Fort Smith, Ark., was inapplicable. The shipment was billed 
from Brewster to Wenatchee, Wash., October 24, 1922, recon- 
signed on October 25 to Chicago, Ill., and on November 4 recon- 
signed to Fort Simth. The shipment moved to Chicago but de- 
fendants conceded that the second reconsigning order was re- 
ceived in time to have permitted diversions at Freeport, IIl., a 
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route 98 miles shorter than via Chicago. A rate of $1.83 was 
charged. The applicable rate was $1.50, the examiner said. 


EXAMINER RECOMMENDS REVERSAL 


Examiner Frederick M. Dolan, in No. 14103, Universal Paper 
Bag Co. vs. Maine Central et al, has recommended that the 
Commission reverse its former finding, 88 I. C. C. 593, and now 
find unreasonable the rates on wrapping paper, from Madison, 
Me., to New Hope, Pa., and award reparation. In the former 
report the Commission found not unreasonable or unduly preju- 
dicial a rate of 31.5 cents prior to August 26, 1920, and 44 cents 
after that date on 70 carloads of wrapping paper shipped be- 
tween July 7, 1920, and December 25, 1921. He said the Com- 
mission should now find them unreasonable to the extent they 
exceeded the rates from Enfield, Howland, ‘Montague and Lincoln, 
Me., to New Hope, Pa., and award reparation to that basis. 


FUEL OIL RATE DIFFERENTIAL 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner David T, Copenhafer, in No. 
16008, Friderichsen Floor & Wall Tile Company vs. Atchison, 
Topeka & Santa Fe et al., as to rates on fuel oil in tank car- 
loads, from points in Kansas and Oklahoma to Independence 
and Leeds, Mo., and from Argentine, Kan. to Leeds. He said 
the Commission should find the present rate from Argentine to 
Independence not unreasonable. He said rates for the future 
should be prescribed. The report also covers No. 16009, Blue 
Valley Ice & Storage Co. vs. Chicago, Rock Island & Pacific et al. - 
The issue was as to whether fuel oil should take rates lower 
than those on refined oils. Copenhafer cited many cases in 
which the Commission had so ordered. As to the rates them- 
selves, he said the Commission should find that rates on fuel 
oil from points in groups 2 and 3 in Kansas and Oklahoma to 
Independence and Leeds, were, are and for the future will be un- 
reasonable to the extent they exceeded 12.5 and 19.5 cents, re- 
spectively, prior to July 1, 1922, and 11.5 and 17.5 cents, respec- 
tively, thereafter; also that the present rate from Argentine to 
Independence had not been shown unreasonable, but that the 
rate from Argentine to Leeds was unreasonable to the extent 
it exceeded 9.5 cents prior to July 1, 1922, and 8.5 cents there- 
after, and award reparation to the basis indicated. 


NEWSPRINT TO BIRMINGHAM. 


A basis for rates on newsprint paper, from Berlin, N. H., to 
Birmingham, Ala., has been proposed by Examiner J. Edgar 
Smith, in No. 16443, Birmingham News Co. vs. Atlanta, Birming- 
ham & Atlantic et al. He said the Commission should find the 
present rates unduly prejudicial in comparison with rates to 
other southern points and authorize the waiver of undercharges. 
The complaint alleged the rates were unreasonable, and as com- 
pared with contemporaneous rates to other destinations unduly 
prejudicial and in violation of the long and short haul clause of 
the fourth section. 

Smith said the case arose by reason of the chaotic condition 
of rates on newsprint paper from New England points to desti- 
nations to consuming points in southern territory. On some of 
the shipments, he said, a rate of 64.5 cents was collected. He 
said it was not applicable. Later, carriers presented under- 
charges based on the lawful rate of 71.5 cents. The present rates, 
the report says, are 61.5 cents, all-rail, when shipments are han- 
dled initially by the Boston & Maine, and 71.5 cents when han- 
dled by the Grand Trunk. There is also a rail-water-and-rail of 
60 cents from Berlin in connection with the Boston & Maine. 

The examiner said the Commission should find that the all- 
rail rates that exceed rates to more distant points, such as New 
Orleans, are unduly prejudicial to Birmingham and to complain- 
ant; also that the rail-water-and-rail rates that exceed those to 
Nashville and Memphis subject Birmingham to undue prejudice. 
He said no sufficient explanation had been made of the fourth 
section departures and that, unexplained, the prejudice caused by 
them was undue. 

~ 
RESHIPPING RATES ON LOGS 

Examiner John H. Howell, in a report on No. 16713, Wood 
Mosaic Co. vs. Louisville & Nashville, said the Commission should 
find the net or reshipping rates to Louisville, Ky., on logs from 
stations in Kentucky and Tennessee on the Scottsville-Hartsville 
branch of the Louisville & Nashville unreasonable and award 
reparation. He said the assailed rates should be found unreason- 
able to the extent they exceeded 7.5 cents prior to August 26, 
1920, and 9.5 cents from that day to May 27, 1922, and award 
reparation to that basis. Reparation was asked on 182 ship- 
ments made between August 23, 1920, and May 27, 1922, to the 
basis of the rates Howell said the Commission should find 
reasonable, 


TENTATIVE VALUATION REPORTS 


Tentative valuation reports have been issued by the Com- 
mission on the following properties: Fort Smith & Western 
Railroad Company of Arkansas and Oklahoma, as of June 30, 
1919, total owned, $4,908,300; total used, $4,914,060; Missouri 
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and Illinois Bridge and Belt Railroad Company of Illinois, as of 
June 30, 1919, owned and used, $862,000; Central West Virginia 
& Southern Railroad Company of West Virginia, as of June 30, 
1918, total owned, $535,450; total used, $670,450; Clinton & Okla- 
homa Western Railway of Oklahoma, as of June 30, 1918, total 
owned, $811,940; total used, $901,940; Reynoldsville & Falls 
Creek Railroad Company of Pennsylvania, as of June 30, 1917, 
total owned, $430,811; total used, $431,696; San Luis Southern 
Railway Company of Colorado, as of June 30, 1919, total owned, 
$303,090; total used, $307,090; Bauxite & Northern Railway 
Company of Arkansas, as of June 30, 1918, total owned, $100,- 
797; total used, $101,053; and Springfield Terminal Railway 
Company of Illinois, as of June 30, 1916, total owned, $60,000; 
total used, $60,164. 

In tentative valuation reports the Commission has found the 
final value of the property of the Sibley, Lake Bisteneau & 
Southern Railway Company, of Louisiana, as of June 30, 1916, to 
be $228,665, and of the Utah Railway Company, of Utah, as of 
June 30, 1919, to be $4,943,700 for total owned, and $5,203,700 for 
total used property. 

In a tentative valuation report on the property of the Fulton 
Chain Railway Company, of New York, as of June 30, 1917, the 
Commission has found the final value of wholly owned and used 
property to be $56,000. 

In tentative valuation reports the Commission has found the 
final value of the property of the Louisville, New Albany & 
Corydon Railroad Company of Indiana to be $121,635, as of June 
30, 1917; and of the, property of the Central Transfer Railway 
= — Company of Louisville, Ky., to be $24,500, as of June 

Tentative valuation reports covering the following prop- 
erties and fixing final: value have been issued by the Commis- 
sion: Pittsburgh, Lisbon & Western Railroad Company, of 
Ohio and Pennsylvania, as of June 30, 1918, total owned, $662,- 
832; total used, $659,450; Raquette Lake Railway Company of 
New York, as of June 30, 1917, owned and used, $355,427; Mill- 
town Air Line Railway of Georgia, as of June 30, 1917, owned 
and used, $53,380; Brookings & Peach Orchard Railroad Com- 
pany of Arkansas, as of June 30, 1918, total owned, $14,500; 
total used, $15,195; Illinois Midland Railway of Illinois, as of 
June 30, 1918, total owned, $18,500; total used, $23,300. 

The Commission has issued tentative valuation reports on 
the following properties, fixing final value as indicated: Vir- 
ginia & Kentucky Railway Company of Virginia, as of June 30, 
1916, total owned, $55,321; total used, $58,821; Roby & Northern 
Railroad Company of Texas, as of June 30, 1918, owned and 
used, $50,500; Bath & Hammondsport Railroad Company of New 


York, as of June 30, 1918, total owned, $159,925; total used, 
$162,640. 





L. & N. PROTESTS VALUATION 

The Louisville & Nashville and affiliated lines have filed a 
protest with the Commission against the tentative valuation of 
their properties, aggregating $321,169,838, as of June 30, 1917. 
Among other things, the L. & N. averred that the level of prices 
on valuation date was materially higher than the level of 1914 
prices adopted in the tentative valuation and that not less than 
$51,000,000 had been omitted on this account in stating the value 
of the property, and that in addition there inhered in the prop- 


erty a “going concern” value and other intangible elements of 
value of not less than $60,000,000. 





Cc. & 0. PROTESTS VALUATION 

The Chesapeake & Ohio and affiliated lines have filed a 
formal protest with the Commission against the tentative valua- 
tion of their properties of $189,257,789 as of June 30, 1916. The 
value of the properties on date of valuation was a much greater 
amount than that found by the Commission, according to the 
protest. The carriers said that the tentative valuation failed to 
report the “constitutionally protected value” and instead re- 
ported a value for rate-making purposes, charging that the report 


yond not comply with the valuation act nor the governing #ules 
of law. 





PENNSYLVANIA CONSOLIDATION 


As construed by Examiners C. E. Boles and A. C. Devoe, in 
a proposed report on finance docket No. 4508, proposed operation 
of line by Pennsylvania Railroad and Pennsylvania, Ohio & De- 
troit Railroad, the Commission is without jurisdiction to permit 
the consolidation of its subsidiaries proposed by the Pennsyl- 
vania in the joint application filed by it and the Pennsylvania, 
Ohio & Detroit Railroad Company, organized under the laws of 
Michigan. The Pennsylvania, Ohio & Detroit is also a subsid- 
iary of the Pennsylvania. 

The Pennsylvania, Ohio & Detroit, called by the examiners 
the consolidated company, and the Pennsylvania sought au- 
thority under section 20a, by which the consolidated company 
would issue and deliver 284,100 shares of its common capital 
stock, share for share, for the issued and outstanding capital 
stock of Pennsylvania subsidiaries, namely, the Cincinnati, Le- 
banon & Northern, the Cleveland, Akron & Cincinnati, the 
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Toledo, Columbus & Ohio River, the Manufacturers’ Railway (of 
Toledo), and the Pennsylvania-Detroit Railway, and to issue and 
sell, from time to time, at not less than par, 31,000 shares of 
common capital stock the proceeds from such sales to be used 
for the capital purposes of the consolidated company; and the 
consolidated company and the Pennsylvania requested a Cer. 
tificate under paragraph (18) of section 1 setting forth that the 
present and future public convenience and necessity required 
the acquisition and operation by the applicants, or either of 
them, of the several properties of the constituent companies, 
The Pennsylvania also requested authority to exchange the Cap- 
ital stock of the constituent companies now held by it for the 
stock of the consolidated company. 

A proposed report was made some time ago on the applica- 
tions and exceptions were filed. Thereafter the matter was as- 
signed for hearing which was held May 18, 1925. The first and 
the present report, in substance, are the same; that is, against 
the proposition. The examiners said no representations were 
made by state authorities and no objection to the grant of the 
authority was made. 

The consolidated company, they said, existed under the laws 
of Ohio and Michigan and the Pennsylvania already held the 
constituent companies, except the Manufacturers, under 999 year 
leases. The Manufacturers’ company is also owned by the Penn- 
sylvania but not so held. The examiners said there was an 
agreement between the consolidated and constituent companies 
which had been approved by the Michigan authorities. The 
Ohio laws, they said, did not require any action by the Ohio 
commission. The agreement provided for the exchange of the 
consolidated company’s stock for that of the constituent com- 
panies, now in the hands of the Pennsylvania and the delivery 
of the consolidated company’s stock to the Pennsylvania. 

The examiners said that while the request was for authority 
to operate, no such certificate was required by the Pennsylvania 
because it already was operating all the properties other than 
the Manufacturers and that if it desired to lease that property it 
should make application as it had in respect of its other sub- 
sidiaries. They proposed that the Commission should dispose of 
the case by saying: 


The Consolidation Company proposes to acquire the physical 
properties of the constituent companies through the process of con- 
solidation. The facts of record show that the proposed consolida- 
tion would result in numerous economies, would facilitate the financ- 
ing of the several properties, and is desirable for many reasons. It 
is in line with the established policy of the Pennsylvania, which 
through the process of consolidation, merger, acquisition, etc., has 
gradually reduced the number of separate corporations embraced in 
its system from about 600 to 69 performing transportation service. 
The evidence shows that this simplification of the _Pennsylvania's 
corporate structure is in the public interest, and indicates that the 
public convenience and necessity require it. The question, however, 
is whether the commission may approve acquisition of properties in 
the manner proposed. 


Paragraph (6) of section 5 of the act confers upon the com- 
mission jurisdiction to approve a proposed consolidation of properties 
of two or more carriers into one corporation for ownership, manage- 
ment and operation, of properties theretofore in separate ownership, 
management and operation, but provides that the consolidation must 
be in harmony with, and in furtherance of, the complete plan of 
consolidation mentioned in paragraph (5) of said section. While the 
commission has agreed upon the tentative plan of consolidation pro- 
vided for by paragraph (4) of that section, the complete plan has not 
yet been adopted. The commission may not, therefore, treat the ap- 
plication as filed under paragraph (6) of section 5, and proceed to 
a disposition of the case under the provisions of that paragraph. 
Paragraph (2) of section 5 confers upon the commission authority 
to approve the acquisition by one carrier of control of another in 
any manner not involving the consolidation of such carriers into 4 
single system for ownership and operation. The evident intent of 
Congress in imposing the limitation was to exclude from the juris- 
diction of the commission under that paragraph matters over which 
jurisdiction is conferred by paragraph (6). The provisions of para- 
graphs (2) and (6) of section 5 and of paragraphs (18) to (20), in- 
clusive, of section 1 of the act are a part of Transportation Act, 
1920. Congress would hardily be so careful to limit the commission’s 
authority under paragraph (2) of section 5 and confer upon it au- 
thority under paragraphs (18) to (20) of section 1 to approve con- 
solidations. It was evidently not the intention of Congress that 
the commission should have authority to approve under paragraphs 
(18) to (20) of section 1, the acquisition of property where such 
acquisition is to be accomplished throngh a consolidation over which 
jurisdiction is conferred by paragraph (6) of section 5. As is one in- 
stance at least, that of the Manufacturers Company, the properties 
have heretofore been in separate ownership, management and operation, 
the provisions of paragraph (6) would apply to the proposed con- 
solidation. It would follow that the commission is without jurisdiction 
to approve the acquisition in the manner proposed. If the Con- 
solidated Company may not acquire the railroads of the constituent 
companies without the commission’s authority, and if the Commis- 
sion may not approve the proposed acquisition, the issue of stock 
for the purpose of fully effecting the agreement of consolidation 
by which the properties of the constituent companies are to be 
acquired would not be for a lawful object within the corporate pur- 
poses of the Consolidated Company. 


Counsel for applicaht advises that there is no present necessity 
for authority to issue the 31,000 shares of stock above mentioned 
and states that authority is only desired to issue the 284,100 shares in 
exchange for the shares of stock of the constituent companies. By 
the execution of the agreement of consolidation the Consolidated Com- 
pany has apparently assumed obligation and liability in respect of 
the payment of the bonded indebtedness of the constituent companies 
_ first obtaining authority from the commission under section 

a. 


Upon the facts of record the commission should find (1) that 
it has no jurisdiction under the provisions of paragraphs (18) to 
(20), inclusive, of section 1 of the interstate commerce act to author- 
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ize the acquisition by the Pennsylvania, Ohio & Detroit Railroad 
Company of the railroads of the several constituent companies in 
the manner proposed; (2) that the public convenience and necessity 
are not shown to require the operation by the Pennsylvania, Ohio 
& Detroit Railroad Company of the railroads of said constituent com- 
panies, or of any of them; and (3) that the issue by the Pennsyl- 
vania, Ohio & Detroit Railroad Company of capital stock, or any 
part thereof, as now proposed, is not for a lawful object within 
its corporate purposes. The commission should further find that a 
certificate of public convenience and necessity is not, and will not 
be, required for the Pennsylvania Railroad Company to acquire or 
operate the properties of the constituent companies since it is now 
operating, or proposes to operate, all of the properties under leases 
authorized, or to be authorized, by the commission. 

The application should be dismissed for want of jurisdiction in 
so far as it requires a certificate of public convenience and necessity 
for the Pennsylvania, Ohio & Detroit Railroad Company to acquire 
the railroads of the constituent companies; it should be denied in 
so far as it seeks a certificate for that company to operate said 
railroad, and requests authority for it to issue securities; it should 
be dismissed in so far as it requests a certificate for the Pennsylvania 


Railroad Company to acquire and operate the railroads of the con- 
stituent companies, 


I. C. ACQUISITION CASE 


The Traffic World Washington Bureau 


With Commissioner Eastman dissenting, the Commission, 
through Division 4, has authorized acquisition by the Illinois 
Central, through the Mississippi Valley Company, of control of 
the Gulf & Ship Island Railroad Company by purchase of capital 
stock, subject to the following “express conditions:” 





1. That existing through routes and joint rates heretofore 
established by the Illinois Central Railroad Company and the 
Gulf & Ship Island Railroad Company with the Fernwood, Colum- 
bia & Gulf Railroad Company shall be preserved, and that the 
divisions of the joint rates now allowed to the Fernwood, Colum- 
bia & Gulf Railroad Company by the Illinois Central Railroad Com- 
pany and the Gulf & Ship Island Railroad Company shall not be 
decreased except upon the order of this Commission. 

2. That, if the operating revenues of the Fernwood, Columbia 
& Gulf Railroad Company shall become insufficient to pay its 
operating expenses, the Illinois Central Railroad Company, upon 
the request of the Fernwood, Columbia & Gulf Railroad Com- 
pany, shall establish and maintain reasonable and adequate serv- 
ice over the line of the Fernwood, Columbia & Gulf Railroad 
Company, upon such terms and conditions as may be agreed upon 
between the parties until such time as this Commission shall, un- 
der appropriate proceedings, authorize abandonment of such serv- 
ice on the railroad of the Fernwood, Columbia & Gulf Railroad 
Company. If the parties should be unable to agree upon the 
terms and conditions for such operation, a supplemental petition 
may be filed in this proceeding. 


The Illinois Central owns the capital stock of the Mississippi 
Valley, which is not an operating carrier. The Mississippi Valley 
has agreed to purchase the entire outstanding capital stock of 
the Gulf company, held by Grace Jones Stewart, for $5,000,000 in 
notes, payable on or before November 17, 1925, with interest at 
4% per cent. The railroad of the Gulf company extends from a 
connection with the I. C. at Jackson, Miss., to Gulfport, Miss., 
with a branch line from Mendenhall to Maxie, and another 
branch line from Saratoga to Laurel. The total operated main 
and branch line mileage is 307.56 miles. The report said the 
Commission’s tentative valuation of the Gulf’s owned and used 
property, as of June 30, 1916, was $9,036,032. 


The Fernwood, Columbia & Gulf, intervener, owns and oper- 
ates a line from Columbia, Miss., to a connection with the I. C. 
at Fernwood, a distance of 44 miles. It claimed that it was de- 
pendent on the I. C. for solicitation of business and protection of 
routings, and upon its connections, in large measure, for support 
and maintenance, although it served a territory that would be 
deprived of adequate railroad facilities if its line should be aban- 
doned. It claimed that if the application were granted, it would 
be “bottled up,” and would have to be abandoned in a short time. 
It requested that, if the application should be granted, provision 
be made in the order for inclusion of its line and the continued 
maintenance of the present service. It was willing to sell on 
reasonable terms to be agreed on by the parties, and if they 
could not agree, then on terms to be fixed by the Commission. 

The Fernwood questioned the jurisdiction of the Commission 
in the case because the Mississippi Valley was not a common 
carrier. The Commission said that, inasmuch as the I. C. owned 
the stock of the applicant, and had joined in the application, it 
was of opinion that it had jurisdiction. 

The Commission said it was not inclined to assert that it 
had authority under an application of this nature to compel an 
applicant to acquire and maintain a connecting road. In conclu- 
sion, the Commission said: 


It appears that the proposed acquisition of control will result 
in expedited service, and the project seems to have the united 
support of the business interests in the territory served. The 
record indicates an almost unanimous belief that the granting of 
the authority requested will make possible a large increase in 
agricultural and manufacturing pursuits, and will materially aid 
in the development of the Gulf coast. However, the public inter- 
est in this case seems to require that those shippers on the road 
of the Fernwood Company, who might be without means of trans- 
portation by railroad if the line of that company should cease to 
operate, should be given such protection as is within our power 
to afford in this proceeding to assure the continued operation of 
that line. Our order will therefore be issued upon condition that 
existing through routes and joint rates shall be preserved and 
that divisions of joint rates allowed to the Fernwood Company 
by the Illinois Central and the Gulf & Ship Island shall not be 
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decreased except upon our order. It is alleged, but not proven, 
upon this record that the granting of this application will result 
in the ultimate extinction of the Fernwood as a common carrier. 
However, in order to meet such a possible contingency, we will 
attach the further condition that if the operating revenues of the 
Fernwood Company shall at any time become insufficient to pay 
its operating expenses,, the Illinois Central, upon the request 
of the Fernwood Company, shall establish and maintain reason- 
able and adequate service over the line of the Fernwood Com- 
pany, upon such terms and conditions as may be agreed upon 
between the parties, until such time as the Commission shall, 
under appropriate proceedings, authorize abandonment of such 
service on the railroad of the Fernwood Company. If the parties 
should be unable to agree on the terms and conditions for such 
operation, a supplemental petition may be filed in this proceeding. 


Commissioner Eastman said that from the proposition that 
the acquisition by the Illinois Central of direct control of the 
Gulf & Ship Island was in the public interest he did not dissent, 
but that he was of opinion that the method by which the control 
was obtained was a matter of public moment and that he was 
convinced that the method proposed by the I. C. was not in the 
public interest. He referred to the Mississippi Valley as a 
“dummy company.” He pointed out that there was a constitu- 
tional provision in Mississippi that made it unlawful for the IIli- 
nois Central to own the stock of the Gulf & Ship Island. He 
said the method of acquiring control which was approved by the 
majority was therefore proposed. In conclusion, he said: 


The practical effect, as is conceded, is precisely the same as 
if the stock of the Gulf & Ship Island were directly owned by 
the Illinois Central in violation of the Mississippi Constitution. 
This childish subterfuge by which dummy corporations are used 
to accomplish in substance and effect a result prohibited by law 
has disgraced the business and legal practice of this country for 
a great many years. It is one of the things which, in my judg- 
ment, tends to bring the law into contempt and disrepute. Even 
if here the ultimate end is good and even if the practice has, per- 
haps, had at least the sanction of inaction, so far as the state of 
Mississippi is concerned, I do not think that it ought to receive 
our sanction. 


ACQUISITION OF LINES 


The New Orleans, Texas & Mexico Railway Company has 
filed an application under paragraph 2 of section 5 of the inter- 
state commerce act asking authority to acquire control of the 
San Antonio, Uvalde & Gulf Railway Company, Asphalt Belt 
Railway Company, and Live Oak Pipe Line by purchase of the 
capital stock and securities of the San Antonio and Belt com- 
panies and outright purchase of the physical properties of the 
pipe line, which is not a corporation and which has no stock 
or indebtedness issued or outstanding. The applicant said it 
believed that such acquisition of control would be in the public 
interest in that it would open up a much larger marketing area 
for the products tributary to the San Antonio and Belt railways, 
and in that it would afford direct connection and single line haul 
to all shippers for all shipments originating on said lines to all 
of the markets reached by Missouri Pacific system lines of 
which the applicant’s lines constitute a part. The applicant also 
said the acquisition of control would greatly strengthen the San 
Antonio and Belt companies. The San Antonio operates ap- 
proximately 318 miles of railroad, of which it owns 315 miles of 
main line, not including sidings, while the Belt Company owns 
and operates 18 miles of line. The principal termini of the 
San Antonio are San Antonio, Uvalde, Carrizo Springs and Cor- 
pus Christi, all in Texas, while the principal termini of the Belt 
are Asphalt Junction and Dabney, Tex. The pipe line connects 
with the San Antonio’s lines. The applicant said the amount of 
money it had agreed to pay for all of the properties, free from 
all incumbrances, was $3,000,000, and that the estimated cost 
of the properties was greatly in excess of that amount. 

The New Orleans, Texas & Mexico also filed an application 
asking authority to acquire control of the Sugar Land Railway 
Company, the Asherton & Gulf Railway Company and the Rio 
Grande City Railway Company, by purchase of the stock and 
securities and indebtedness of the companies. It said it had 
ugreed to pay $1,700,000 for all of the properties. The Sugar 
Land owns approximately 39 miles of main line railroad and 
operates in addition about 22 miles under a trackage agreement 
with the I-G. N. The Asherton owns and operates 32 miles 
of railroad and the Rio Grande has under construction 22 miles 
of road. All the lines are in Texas. Reasons similar to those 
given in the application to acquire the San Antonio, Uvaalde & 
Gulf and other lines were given as to why the application should 
be granted. 

The Allegheny & Western Railway Company has been au- 
thorized by the Commission to acquire, and the Buffalo, Roch- 
ester & Pittsburgh Railway Company to operate, the Rural Val- 
ley railroad, extending from a connection with the Allegheny’s 
line at Echo to Margaret Mine, a distance of about 8 miles, 
together with a branch line from Yatesboro to Nu Mine, a dis- 
tance of 3.6 miles, in Armstrong county, Pennsylvania. Acqui- 
sition by the Buffalo, Rochester & Pittsburgh of control by lease 
of the lines on acquisition thereof by the Allegheny & Western 
was authorized. The B. R. & P. has the A. & W. property under 
a 999-year lease. The applicants represented that they could 
materially improve the service of the Rural Valley as a carrier 
and facilitate the movement of coal and other freight, as well 
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as passengers, and effect many operating efficiencies and econ- 
omies, The Rural Valley has been owned by the Cowanshannock 
Coal & Coke Company. The report said the purchase price 
named in the agreement between the coal company and the ap- 
plicants was $345,977. Commissioner Eastman dissented, with- 
out expressing his views. 

Acquisition by the Atlantic Coast Line of control of the Moore 
Haven & Clewiston Railway Company by purchase of capital 
stock and by lease has been approved by the Commission. The 
Atlantic Coast Line also was authorized to assume obligation and 
liability in respect of $50,000 of first mortgage bonds issued by 
the Moore Haven & Clewiston Railway Company, The line in 
question extends from Moore Haven to Clewiston, Fla., a dis- 
tance of about 14 miles. The A. C. L. will pay $100 a share for 
500 shares of stock of the M. H. & G. Dissenting, Commissioner 
Eastman said the proposal of the A. C. L. amounted to a con- 
solidation into a single system for ownership and operation, and 
that the only acquisition of control of one carrier by another, 
which the Commission had authority to approve, was one which 
did not involve the consolidation of such carriers into a single 
system for ownership and operation. 

The Atchison, Topeka & Santa Fe has applied to the Com- 
mission for authority to acquire control of the Gulf & Northern 
Railway Company by purchase of the capital stock of that com- 
pany for $100,000. The applicant said that it already owned all 
of the issued first mortgage bonds of the G. & N., aggregating 
$326,000 par value, and that by the proposed acquisition of stock 
the applicant proposed to protect its investment in the bonds. 
It also said that the acquisition would be in the public interest 
for the reason that thereby the Santa Fe would be able to assure 
the continuance of competitive carrier service to the industries 
situated on the G. & N. The total mileage operated by the 
G. & N. is 14.6 miles, the termini being Newton and Weirgate, 
Tex. 

In a comparatively brief hearing, testimony for and against 
the application of the Chicago, Rock Island & Pacific for approval 
of acquisition of control of the St. Louis Southwestern was sub- 
mitted before Examiner Davis this week. Testimony in support 
of the application was given by L. C. Fritch, operating vice- 
president, and S. H. Johnson, vice-president and freight traffic 
manager, of the Rock Island. They testified as to the operating 
and traffic advantages that would result from acquisition of 
control of the Cotton Belt by the Rock Island. J. R. Koontz, 
vice-president in charge of traffic of the Frisco, which is opposed 
to the application, said the Frisco would have liked to have 
acquired control of the Cotton Belt. 


UNCONTESTED FINANCE CASES 


The Norfolk & Portsmouth Belt Line Railroad Company has 
been authorized to issue a one-year note for $50,000, bearing 6 
per cent interest, in renewal of a promissory note of like amount 
maturing July 16. 

The Commission has dismissed the application of the Port- 
land Southern Railway Company for authority to issue one 5-year 
6 per cent mortgage note in the face amount of $25,000 and 
$175,000 of 6-year 6 per cent mortgage bonds. 

The Washington & Lincolnton Railroad Company has been 
authorized to issue $18,250 of promissory notes in connection 
with the acquisition of one locomotive. 

The Carolina & Western Railroad Company has been au- 
thorized to issue $50,000 of capital stock, consisting of 500 shares 
of the par value of $100 each, for the purpose of acquiring 
property. 


ANOTHER FINANCE INQUIRY 


The Commission, in formal docket No. 17109, Investigation 
of Kansas, Oklahoma & Gulf Railway Company, hag started an 
inquiry into the history, management, financial and other opera- 
tions, accounts and practices of the carrier mentioned. The 
language of the order instituting the inquiry is similar, if not 
identical, to that instituting the inquiry into the Chicago, Mil- 
waukee & St. Paul. H. W. Gibson and H. L. Traber, the re- 
ceivers, as well as the corporation, have been made respondents, 
which is also another point in which this inquiry resembles that 
instituted into the affairs of the Milwaukee. The Commission 
officials in charge of the inquiry had no information to give in 
addition to that imparted by the formal notice of the institu- 
tion of the inquiry. 


FINANCE APPLICATIONS 


The Detroit, Caro & Sandusky Railway Company has ap- 
plied for authority to issue to A. Lawrence Mills and John R. 
Gray the entire capital stock of the applicant in the sum of 
$400,000, divided into 4,000 shares of $100 each, and $275,000 of 
first mortgage 6 per cent gold bonds, in payment of the purchase 
price of the line of railroad extending from Caro to Roseburg, 
Mich., a part of the line formerly owned and operated by the 
Detroit, Bay City & Western, and for acquisition of equipment. 

The Great Northern has applied to the Commission for au- 
thority to issue and sell 2,500 shares, of the par value of $100 
each, of its capital stock, the proceeds of the sale to be used in 






Vol. XXXV, No. 25 


the construction, in part, of a proposed extension of the com- 
pany’s Bainville-Scobey branch line from its present terminus at 
Scobey to Opheim, Mont., a distance of approximately 50 miles. 
The applicant said it hoped that many farmers and other inhab- 
itants of the territory to be served by the proposed line of rail- 

. way would purchase the stock. It said it proposed to sell the 
stock at par. 

The Pearl River Valley Railroad Company has applied to the 
Commission for the necessary authority to enable it to liquidate, 
by renewal or otherwise, $35,000 of unsecured notes. 

The Reading Company has applied for authority to extend 
the time for the payment of $1,000,000 of extended first mortgage 
4 per cent bonds issued by the Shamokin, Sunbury and Lewis- 
burg Railroad Company and maturing July 1, 1925, until July 1, 
1975, with interest at 4 per cent per annum, and of $1,000,000 of 
second mortgage 6 per cent bonds issued by the Shamokin, Sun- 
bury and Lewisburg, maturing July 1, until July 1, 1945, with in- 
terest at 5 per cent per annum. 

The St. Louis Southwestern Railway Company has applied 
to the Commission for authority nominally to issue $1,080,000 of 
first terminal and unifying mortgage gold bonds to reimburse 
partially the applicant for expenditures for improvements, addi- 
tions and permanent betterments in 1924. 


AMENDED COTTONSEED ORDER 


Thte Commission, by means of a supplemental order in No. 
14150, the Corporation Commission of Oklahoma vs. Abilene & 
Southern et al., and No. 14970, Texas Cottonseed Crushers’ Asse- 
ciation; Texas & Southwestern Cattle Raisers’ Association, and 
the American National Live Stock Association vs, Same, has 
amended its orders of May 6, 1925, in the following manner and 
particulars: 


It is ordered, That the second paragraph on page 8 of the order 
heretofore entered on May 6, 1925, in the said proceedings, be, and 
it is hereby amended to read as follows: 

“It is further ordered, That said defendants, according as they par- 
ticipate in the transportation, be, and they are hereby, notified and re- 
quired to cease and desist, on or before Aug. 20, 1925, and thereafter to 
abstain from publishing, demanding, or collecting, for the interstate 
transportation of cotton seed, cottonseed or related vegetable oils, 
foots or sediments, cakes, or meals, cottonseed hulls, or inedible 
tallow, in carloads, between points in New Mexico east of and in- 
cluding the line of the El Paso & Southwestern Railroad extending 
from Dawson, N. M., through Tucumcari and Vaughn, N. M., to 
and including El Paso, Tex., and points in Texas differential terri- 
tory as defined in items 1000 and 1001 of Agent A. C. Fonda’s tar- 
iff I. C. C. No. 174, except points on the Fort Worth & Denver City 
Railway, and except points on the Chicago, Rock Island & Gulf Rail- 
way east of Dalhart and Amarillo, Tex., or between points in said 
differential territory and eastern New Mexico and points in Texas 
common-point territory, western Louisiana, Oklahoma, Arkansas, 
southern Missouri, or Mississippi River crossings, Memphis, Tenn., 
and south, or from points in said differential territory or eastern New 
Mexico to East St. Louis, Cairo, or Thebes, Ill., or Kansas City, Mo., 
rates which shall respectively exceed the rates, subject to the car- 
load minimum weights, prescribed in the next succeeding para- 
graph hereof.” 


It is further ordered, That the first two paragraphs on page XI 
pM aforesaid order, be, and they are hereby, amended to read as 
ollows: 

“It is further ordered, That said defendants, according as they 
participate in the transportation, be, and they are hereby, notified 
and required to cease and desist, on or before August 20, 1925, and 
thereafter to abstain, from publishing, demanding, or collecting, for 
the transportation of cotton seed, in carloads, from points in Ari- 
zona or in New Mexico west of the line of the El Paso & South- 
western Railroad from Dawson, N. M., to El Paso, Tex., hereinbefore 
described, to points in Texas or Oklahoma, rates which shall ex- 
ceed the rates, subject to the carload minimum weight, prescribed 
in the next succeeding paragraph hereof. 


“It is further ordered, That said defendants, according as they 
participate in the transportation, be, and they are hereby, notified 
and required to establish, on or before August 20, 1925, upon notice 
as aforesaid, and thereafter to maintain and apply to the trans- 
portation of cotton seed, in carloads, from and to the points desig- 
nated in the next preceding paragraph hereof, rates which shall 
not exceed the distance scales of single-line and joint-line rates set 
forth in Appendix 7 to the aforesaid report for application to that 
commodity, plus the appropriate differentials provided in note 3 of 
said appendix for the hauls in the aforesaid Texas differential ter- 


ritory, New Mexico, and Arizona, subject to a carload minimum 
weight of 40,000 pounds.” 


And it is further ordered, That in all other respects h id 
order of May 6, 1925, shall remain in full force and effect. — 





PETITIONS FOR REHEARING, ETC. 


The defendant in No. 14160, Florence L, Carpenter vs. Di- 
rector-General, has petitioned the Commission for reconsidera- 
tion upon the record as made. 

The complainant in No. 15642, Star Pea Huller Company vs. 
C. N. O. & T. P. Ry., has asked the Commission for reopening 
and reconsideration. 

The New York, Chicago & St. Louis Railroad Company has 
petitioned the Commission for an extension as to it of the 
effective date of the order entered in No. 13413, in the matter 
of automatic train control devices. 

The defendants in No. 15708, Walsh Fire Clay Products 
Company vs. C. & A. R. R. et al., have filed a petition with the 
Commission asking for a reconsideration of the record, the vaca- 
tion of its report and the dismissal of the complaint. 
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Transit Services and Privileges 


Ninth of a Series of Twelve Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


The Compression, Concentration and Transit Privileges of Cotton 


The marketing of the cotton crop is one of the most inter- 
esting merchandising and transportation phenomena in the 
United States. Millions of bales are moved by rail or by rail- 
and water routes to the domestic markets and to the ports to 
be forwarded by ocean steamship to foreign market. The crop 
starts its journey to market from thousands of small shipping 
points in the south and southwest in uncompressed flat or so- 
called gin-pressed bales, the original packages that are prepared 
at the local gins where the seeds are separated from the fibre. 
These are loosely put together bales, large and cumbersome, 
averaging from 12 to 14 pounds a cubic foot in density. These 
bales load about thirty in the average railroad car. It is im- 
practicable for each local gin to install the high priced equip- 
ment necessary to compress the bales into smaller, denser pack- 
ages, The duplication of equipment would be uneconomical, for 
the presses at each shipping point would be operated only a small 
fraction of the year, for the crop is harvested and disposed of 
within a few months. Compresses are located, therefore, at 
strategic railroad junctions and important local cotton markets 
throughout the cotton belt and at the ports where the cotton- 
carrying railroads interchange their freight with the coastwise 
and foreign ocean lines and tramp steamers, 

The railroads and steamship companies must, in order to 
increase the carrying capacity of their equipment, arrange to 
have the light, bulky bales reduced in size by compression at 
compress or transit points intermediate between the ginning or 
shipping points and final destinations. Rates are made so much 
higher for the transportation of uncompressed than for com- 
pressed cotton, that compression is virtually compulsory. 

The standard compressed bale is based on a bale prepared 
from a gin box not exceeding 27 inches by 54 inches, compressed 
to a minimum density of 22% pounds a cubic foot. Packages 
of greater size or less density are penalized by the assessment 
of higher rates. Bales of this standard size and density load at 
the rate of 65 to 75 bales per standard railroad box car and are 
the recognized forms of preparation for long-distance rail or 
rail-and-water transportation to the great domestic cotton mar- 
kets and to the cotton ports. 


Rates and Charges 


The rates that are published by the carriers covering move- 
ments of carload and less-than-carload shipments of cotton are 
based, usually, on the assumption that the goods are to be de- 
livered at the destination points in standard compressed bales, 
but are delivered to the carriers at the points of origin in un- 
compressed bales and compressed by and at the expense of 
the carriers at transit or compression points en route. A rate 
of $1.24 a hundred pounds, carload minimum 20,000 pounds, 
published in a joint tariff from Cotton Boll to New York in- 
cludes compression by and at the expense of the carrier at an 
intermediate compress at Presston. 

Shipments that are delivered to the carriers in compressed 
bales of standard size and density are transported at rates dif- 
ferentially lower than the standard rates, provided the carriers 
have made no allowance for compression. A typical tariff pro- 
vides that such shipments are to be transported at twelve cents 
a hundredweight less than the standard rate. In this case the 
rate from Cotton Boll to New York on precompressed cotton 
would be $1.12 a hundredweight, carloads, 

If shipments are to be delivered at destinations compressed, 
but are delivered to the carriers at points of origin in uncom- 
pressed bales and transported in this form to transit points, 
from or through compress points at the directions of shippers or 
owners, the rates charged for such movements are made dif- 
ferentially higher than the rates, published as the standard rates, 
from the points of origin via the transit points to destinations, 
or from the transit points to final destinations, which- 
ever rates are higher. This differential presupposes that 
the compression is done by and at the expense of the carriers. 
Other carriers participating in the through rates and move- 
ments do not absorb such costs of compression. This provision 
does not apply in case the passing through such transit points 
is authorized by rules of the individual lines lawfully filed with 
the Commission. 

This differential would be applied, provided such rules were 
not on file with the I, C. C., on a shipment from Cotton Boll, in 
uncompressed bales, that moved to a transit point, Transitville, 
and from there to Baleton, a compress point other than the 
customary compress point of the carrier, Presston, the move- 
ment being made over this route at the direction of the shipper 
or owner of the cotton. If we assume this differential to be 12 


cents a hundredweight, a typical differential of the sort, the 
through rate from Cotton Boll, via Transitville and Baleton to 
New York is $1.24 plus $0.12, or $1.36 a hundred, including com- 
pression in transit. 

The rates published do not apply on shipments forwarded 
all the way to their destinations in uncompressed bales.(*) 


Concentration Privileges 


Compression is only one of the many processes through 
which cotton and cotton centers are put to bring the raw crop 
into condition for the market. The rail carriers of the South 
publish tariffs that provide for the concentration of cotton and 
cotton products at designated concentration centers for the pur- 
poses of marketing, storage, grading, assembling, marking, con- 
ditioning, and reshipping. Cotton linters may be concentrated 
for all these purposes and for bleaching. Cotton may be cleaned, 
in addition to undergoing all of the processes described. In 
case linters are bleached or cotton is cleaned, inbound charges 
are retained, in the concentration settlements, on the basis of 
weights equal to 20 per cent of the inbound weights, which rep- 
resent the losses in weights in the bleaching and cleaning proc- 
esses. On the remaining 80 per cent of the inbound weights, ad- 
justments are made to arrive at the through rates. (?) 


Second Concentration Privilege 
Shipments of cotton and cotton linters that have already 
had one compression or concentration stop-off privilege extended 
to them are allowed to make a second stop for concentration 
for transshipment by vessel at the Gulf and south Atlantic cot- 
ton ports. An extra charge of a few cents a hundred pounds, 
3% cents at Houston and Galveston, Tex., is made for this 
privilege. Similar stop-off privileges are sometimes extended to 
shipments on the direct lines between the first concentration 
points and final destinations. The second concentration privi- 
leges are applied, usually, only on shipments that are billed 
locally to the second concentration points and are to shipments 
that move on through bills of lading to destinations beyond such 
points. (*) 
Charges at Concentration points 


The carriers usually pay the actual cost of drayage of cot- 
ton and linters entitled to concentration privileges from the 
concentration points to the wharves, piers, and depots, at the 
same points for reforwarding. Such allowances are made on 
the presentation of the paid drayage bills or certified copies, 
except that, when the shippers or consignes perform the dray- 
age service with their own teams or trucks, allowances equal 
to the lowest charge currently made for similar services by pub- 
lic hauling companies are made to the shippers or consignees. 
A maximum allowance is usually set at each concentration point, 
a typical allowance being 20 cents a bale, payable at Houston 
and Galveston, Tex. 

The rates charged, including concentration stop-off fees, do 
not include the unloading or reloading of the contents of the 
cars at transit points. 

The through rates referred to as those that are ultimately 
protected, are those in effect from the points of origin to final 
destinations via the transit points, or the rates from the transit 
points to final destinations, whichever are the higher. The rates 
charged are those that are in effect from points of origin or 
from the transit points at the time the shipments were for- 
warded from the original shipping points. Shipments on which 
“any-quantity rates”—that is, rates that are the same for less- 
than-carload and for carload quantities of freight—are paid to 
the concentration centers, may be reshipped from such points, 
subject to the limitations imposed by the transit tariffs, in car- 
loads at carload rates from the points of origin to the ultimate 
destinations to which through carload rates are published. 

The entire charges for transportation from points of origin 
to the transit points are collected when the shipments are de- 
livered at any such points, except when the stop-offs are made 


-merely for the purpose of having the cotton or linters com- 


pressed. The outbound shipments, if they are to be reforwarded 
at through rates, must, with certain exceptions, be reshipped 
from the same platforms, warehouses, or compresses to which 
the shipments represented by the expense bills surrendered were 
delivered according to the carriers’ records. The shipments are 
rebilled at the rates from the transit points to final destinations 


een ~~ 6, Southwestern Lines’ Tariff No. 116-A, I C. C. 
No. 1706, Leland, agent. 

Oe ine No. 1 Texas Lines’ Tariff No. 29-B, I. C. C. No. 
181, A. onda, agen 
. 3)See Item = 60, paragraph d, T. L. T. No. 29-B, I. C. C. No. 
181. 
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ERIE RAILR¢ 


The Great Freight Highwad S 




















ERIE RAgCOMPAN 
Coal Dumping Cleveland 


ERIE RAILROAD COMPANY 
Ore Unloading Machines, Cleveland, Ohio 


Located on what is known as the “Old River Bed” of the on River, Located on the Cuyahoga Rive Harbor 
connecting with the new channel to Lake Erie. This location is a safe Harbor without interruption by storms. Tie has a | 
and is not affected by storms. The machines are operated electrically and have hour. Loaded cars are lifted boiilfmd, and t 
a capacity of 40,000 tons per day. vessels’ holds. 


CLEVELAND—SERVED} 1T 


A CITY OF DIVEFIE!I 


So diversified are Cleveland’s industries that they include 218, or 83% of the 264 classes into which Govgt Censu: 
more than 14,000 different articles, the annual value of which exceeds $1,100,000,000. By reason of this ini variegs 
of the country. 


THE WORLD’S IDN 


Of the 50,000,000 or more tons of iron ore produced in the United States annually, approximately 80% iM in th 
to the numerous steel mills located in the Mahoning and Shenango Valleys, Cleveland, and Pittsburgh Districtided ore 
are promptly unloaded—the ore being transferred directly into freight cars and hauled in solid train-lots to thefnills; o 
storage yard at North Randall, a distance of 13 miles from the shore of Lake Erie. 

The inbound ore boats become outbound coal boats, and the outbound ore trains become inbound coal trai 
navigation season. 


THE ERIE RAILROAD SERVES EFFICIENTLY THE IRON AND STEEL INDUSTR WEI 


THE ERIE RAILROAD MAINTAINS THE FOLLOWING FREIGHT TRAFFIC AGqgS—CAI 


OUS ¢ 


























AKRON, 0., Ww. R. Busenbark, G.A. BUFFALO, N. Y., E. M. Kain, G.F.A. DETROIT, MICH., F. H. Dowle, G.A. LOUIS 
ALBANY, N. Y., 8. S. Torrey, G.A. CHICAGO, ILL., J. G. Hill, G.F.A. EAST BUFFALO, Pa 7.2 Glavin, G.LSA§ MARIO! 
ATLANTA, GA., Chas. Patton, G.A. CINCINNATI, O., C. P. Morse, G.F. & P.A. ELMIRA, N. Y., A. W. mjcheibach D.F.A. MEADV 
BALTIMORE, MD., G. R. G. Smith, G.A. CLEVELAND, O., L. H. Geller, G.F.A. HUNTINGTON, IND. J. H. _. Hackett, D.F.A ff MEMPE 
BIRMINGHAM, ALA., G. H. Rudolph, G.A. COLUMBUS, 0O., C. F. Bowman, G.A. INDIANAPOLIS, IND., . Davies, G.A MILWA 
BOSTON, MASS., E. B. Jones, N.E.F.&P.A. DALLAS, TEX., R. A. Miller, G.A. JAMESTOWN, N. Y., J. we ‘anunek, G.A. MINNE 
BRADFORD, PA., J. C. Moffatt, D.F.A. DAYTON, O., C. L. Farrell, D.F.A. KANSAS CITY, MO., E. C. Kannapell, G.A. fj NEWAI 
BROOKLYN, N. Y., C. E. Seymour, C.F.A. DES MOINES, IA., G. F. Daniels, G.A. LOS ANGELES, CAL., L. A. Dwelle, G.A. EW 








DOUBLE TRACK RAILROAD B 
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wad Scenic Passenger Route 

























; RAMCOMPANY 


ERIE RAILROAD COMPANY 


ping Cleveland, Ohio Iron Ore Storage Yard, Bridge and Car Dumper, North Randall, Ohio 

. Rive Harbor, and boats can be loaded This Yard has a capacity of 1,000,000 tons. The ore is distributed to different 

s. Tie has a capacity of 25 carloads per parts of the yard by means of the bridge, which has a capacity of 500 tons per 

bodied, and the coal is guided into the hour. The car dumper can handle 20 carloads per hour and can be moved from 
point to point throughout the yard. . 


)? THE ERIE RAILROAD 


EF IED INDUSTRIES 


Govt Census Officials have divided manufacturing. About 3,000 establishments are operated in Cleveland, producing 
; in variegation Cleveland is almost entirely free from the seasonal and sectional depressions which affect other parts 


IDN ORE MARKET 


% if in the Lake Superior District. The bulk of this vast tonnage moves by lake boats to Cleveland, thence by rail 
rictded ore boats dock at the unloading machines of the ERIE RAILROAD COMPANY on the Cuyahoga River, and 
the@Mills; or, if not required for immediate conversion into pig iron, it moves to the ERIE RAILROAD COMPANY’S 





ailMmous quantities of coal being handled by rail to Cleveland, thence by boat to the head of the Lakes, during the 


fR¥ WELL AS EACH OF THE REMAINING 217 INDUSTRIAL GROUPS OF CLEVELAND 


AGES—CALL UPON THE ONE NEAREST YOU FOR ANY INFORMATION DESIRED 
ROCHESTER, N. Y., B. C. Wedd, D.F.A. 


LOUISVILLE, ete T. Lengmiller, G.A. NEW ORLEANS, LA., D. C. Kelsey, G.A. SAN FRANCISCO, CAL., J. A. Lloyd, G.A. 
8.4% MARION, O., A. R. Tennis, D.F.A. NEW YORK, N. Y., G. R. Wheeler, G.E.F.A. SCRANTON, PA., T. E. McAndrews, D.F.A. 
MEADVILLE, PA., E W. Vail, D.F.A. OKLAHOMA CITY, OKLA., > Do Mitchell, G.A. SEATTLE, WASH., H. J. Steeple, G.A. 







A. | MEMPHIS, TENN., E. L. Parr, G.A. OMAHA, NEB., 8. L. Clark, G ST. LOUIS, MO., L. H. Mann, G.A. 

MILWAUKEE, wis. "R. L. Gainer, G.A. PATERSON, N. J., F. D. Tastastt, D.F.A. ST. PAUL, MINN., C. E. King, G.A. 

MINNEAPOLIS, MINN. .» W. R. Sibley, G.A. PEORIA, ILL., W. P. Kromphardt, G.A. TOLEDO, 0O., C. Morrison, G.A. 

\. NEWARK, N. J., H. B. R. Potter, G.A. PHILADELPHIA, PA., C. D. Turner, G.A. TORONTO, ONT., E. M. Snell, G.A. 
NEW HAVEN, JGONN - W. J. Murray, G.A. PITTSBURGH, PA., D. L. Wells, G.A. YOUNGSTOWN, O., J. J. Foley, D.F.A. 
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that are lawfully effective at the time the shipments were re- 
forwarded. 

Refunds are made to shippers of the differences between 
the amounts paid by the shippers representing the inbound and 
outbound charges to and from the concentration points on the 
basis of the outbound weights from the concentration points. 
If the weights of the outbound shipments from the concentration 
points exceed the weights of the inbound shipments, as repre- 
sented by the inbound freight bills that are surrendered, the ex- 
cess weights are not entitled to the transit rates, but are charged 
for at the lawfully published rates from the concentration points 
to the final destinations. If the inbound weights are in excess 
of the reshipped weights, the shippers at the transit points re- 
ceive credit slips for such excesses, which may be used in mak- 
ing other reshipments within the life of the expense bills of 
which the excesses are parts. The time in which shipments 
may be reforwarded from the transit points at through rates is 
usually limited to one year of twelve calendar months from the 
date shipments are delivered at the transit points, as indicated 
by the dates of the original inbound paid freight bills. The bills 
of lading covering the outbound movements from the transit 
points must be dated sequently to the dates of arrival at the 
transit points of the cotton or linters for which freight bills are 
surrendered. 

The weights may be furnished by the shippers in sworn 
statements and the weights furnished in this way may be shown 
on the outbound bills of lading. Notations, showing that the 
weights are “sworn weights” must be on the bills. In case the 
shippers fail or refuse to furnish sworn statements of weights, 
no weights are shown on the bills of lading. The carriers, in 
such cases, have the shipments weighed at the transit points, 
either by their own employees or by public weighers. The em- 
ployees or public weighers are required to make sworn state- 
ments of the weights, which are kept on file by the agents of 
the carriers at the transit points. 

Adjustments of charges are made on the presentation by 
the shipper of claims be supported by the following documents: 

1. The freight bills covering shipments into the transit points. 


2. Signed copies of the bills of lading covering the shipments 
from the transit points. 

3. Reshipping certificates similar in form to the shipper’s cer- 
tificates used in connection with transit services in the iron and 
steel, grain and lumber trades. 


A Reshipping Certificate 
Tender is hereby made to the 
of freight bills Nos. .......... » dated at 
purpose of securing transit privileges on the (Cotton) 


(Cotton Linters) 
represented thereby. 
This tender is made in good faith and with the specific 
guarantee on (my part) that such transit privileges may 
(our parts) 


legally be given under the rules of such c 
lished in Freight Tariff No. ,~r. ec. € 
supplements thereto, or reissues thereof. 


(Shipper’s Signature) 


Preservation of Identities of Shipments 


The identity of each bale of cotton or cotton linters that re- 
ceives transit privileges is not always preserved, but again the 
rules of the carrier require that the integrities of the through 
rates must be preserved, as in the case of other commodities to 
which are extended transit privileges. Inbound freight bills 
must be surrendered, records of the receipt and shipments of 
the goods must be verified by the authorized agents of the car- 
riers, and freight bills that cover shipments disposed of locally 
at the transit points must be cancelled by the agents of the 
carriers or representatives of the inspection bureaus. Subject 
to these limitations, the substitution of one bale of cotton for 
another bale of cotton or of one bale of cotton linters for another 
bale of cotton linters is permitted, whether or not the cotton or 
linters for which freight bills are surrendered reach the transit 
points over the lines granting the transit privileges. In some 
cases, however, especially in case of cotton to be exported, it is 
required either that the identities of the shipments be absolutely 
preserved or that an affidavit be filed in supporting claims for 
refunds showing the points where the cotton or linters actually 
originated, the number of bales shipped from each point, and the 
inbound rates paid in each case.‘ 

Shippers are required, as a condition precedent to receiving 
transit privileges, to keep records of receipts and dispositions of 
cotton and cotton liners from all sources and to make affidavits 
as to the accuracy of the records. Weighing and inspection bu- 
reaus or authorized representatives of the carriers are required 
to police the arrangements. A tpyical compression and concen- 
tration tariff requires that the inspection bureau must check and 
verify all claims in connection with the transit movements of 
cotton before they are paid: 


()8ee Item Wo. 120, T. L. T. No. 29-B, I. C. C. No. 181. 
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1. To check, compare, and verify the inbound freight bills 
attached to such claims. 

2. To verify all necessary records kept by the carriers, com- 
presses, warehouses, and reshippers of the receipts of cotton or 
cotton linters received by such compresses, warehouses, or re- 
shippers, including receipts by other means than the carriers 
against whom claims are filed. 

3. To verify all necessary records kept by the carriers, com- 
presses, warehouses, and reshippers of the number of bales of cot- 
ton or cotton linters loaded out by such compresses, warehouses, 
or reshippers, including that which may be reforwarded by other 
means than the carriers. 


Rail and Water Shipments 


It is fitting, in view of the large part of the tonnage of cotton 
and cotton linters that moves by coastwise water routes, that 
special reference be made to this movement. Through rates are 
quoted by southern railroads in connection with the steamship 
lines that ply between the south Atlantic and Gulf ports and the 
north Atlantic ports. Local rates are also made by the cotton 
roads to the ports and all water rates are quoted from port to port 
by the water lines and independent tramp steamships. Through 
rail-water-rail rates are made by the southern roads, the steam- 
ship lines, and the northern rail carriers. The ocean rates are 
quoted on the basis of the standard bale, 22% pounds a cubic 
foot. Any bale that is not compressed to this density is required 
to pay an extra ocean freight charge. If the bale is not com- 
pressed to standard density, a typical cotton tariff provides for 
an extra charge of 50 cents a bale. Any bale of greater width 
than 33 inches or of greater length than 62 inches, is charged 
for at the rate of $1.00 extra a bale. Bales of less than standard 
density and oversized as well, pay extra freight rates of $1.50 
a bale. (5) 

Transfers of Ownership 


The transfer of freight bills between shippers or dealers at 
the transit points is permitteed only in case the ownership of 
the cotton is also transferred by a bona fide sale. A certificate 
stating that this has actually been done must be made on the 
reight bill transferred, similar to the following indorsement: (*) 





(*)See Item No. 17, C. F. A. Tariff Bureau No. 361-A, I. C. C. 
1323-B, T. Jones, agent. 


This is to certify that there has been a bona fide sale to the 
undersigned of bales. 


@eeesesessesesn 


eeoeeeesesererseees 


eee eeeereeeereeeeeeseeeseeseeae 


(Signature of new owner) 


In some cases it is specified that the transfer of freight bills 
or bills of lading is permitted only when the bona fide sale of the 
cotton or cotton linters has been consummated prior to reship- 
ment. Assignment showing the change in ownership is required 
to be indorsed on each freight bill or bill of lading.(*) 


(®See Item No. 72, S. W. Lines’ Tariff No. 116-A, I C. C. No. 


(Item No. 110, T. L. T. No. 29-B, I. C. C. No. 181, A. C. Fonda, 
agent. 


PROSPECTIVE CROP MOVEMENT. 


L. M. Betts, manager of the closed car section of the car 
service division of the American Railway Association, has trans- 
mitted to regional advisory boards a copy of a letter sent to 
all railroads analyzing the figures contained in the government 
wheat crop estimate of June 1. Summarizing the government 
statement, Mr. Bettts said: 


1925 Reduction from 1924 

Estimated Winter wheat crop...... 407,156,000 bu. 182,881,000 or 31% 
Estimated Spring wheat crop..... - 253,729,000 bu. 28,907,000 or 10% 
TOU GED. occdikccncdiccecaccees 660,885,000 bu. 211,788,000 or 24% 


Continuing, he said: 


The heavy production states of Kansas, Nebraska and Oklahoma, 
with a crop of 263 million bushels in 1924, now have a prospect less 
than 161 million bushels, a loss of 40 per cent. The Dakotas and 
Minnesota, heaviest growers of spring wheat, producing 202 million 
bushels last year, have in sight now about 140 million bushels, a 
reduction of 30 per cent. 

Generally speaking, intermountain and coast irrigated territory 
have splendid prospects this year, owing to a good water supply. 
Conversely, the serious reduction in winter wheat territory is due to 
heavy winter killing followed by a deficiency of rainfall and sub- 
normal temperature in the month of May; the latter condition also 
seriously ecting the spring wheat states. 

The best information that can be obtained from the grain trade 
indicates that owing to the short crop and increased price over last 
year, there will be an initial movement as heavy as last year, but not 
of as long duration. This primary movement will be to interior mills 
with substantial consignments to Kansas City and Wichita, also very 
good movement to Twin Cities, but with exceptionally light move- 
ment to the Gulf for export. Interior mills will accumulate con- 
siderable in storage. Grain stocks at Kansas City, as of the end 
of the first week in June, show approximately five and one-half 
million bushels in storage compared with seven and one-quarter 
million bushels the same time last year and a reduction of over 
eight million bushels in 


ys. 
At the Trans-Missouri-Kansas Shippers’ Regional Advisory Board 
meeting at Tulsa, on June 11th, the Southwestern and Centra’ ern 


railroads were optimistic of their ability to protect any movement of 
grain without, difficulty. It was further stated that no emergency 
measures on the part of the car service division are necessary at this 


time to meet the situation. 


June 20, 


Tra 


Courts 
Res 
The 
(Ci 

requires 

of Cons 

Americ 

S. W. I 

Carrier 
Co 
Lie 

control 

March 

act Au 

United 

no cau 
tion of 
federa 
206 (U 
Award 
of 
A 
cause 
trol a 
or act 
menta 
of tra 
Ann. 
Actio! 
B 
( 
at la’ 
was i 
to fe 
the ¢ 
brous 
1920 
be a] 
Fr. 
Part: 


| 
‘ 


on e 
that 
dem 
and 


Bil 








June 20, 1925 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and | 
System, published by West Puli C 
Copyright by West Publishing Co.) 


igests of National Reporter 
Co., St. Paul, Minn. 





REGULATION OF COMMON CARRIERS 


Courts Required to Take Judicial Notice of All Public Acts and 
Resolutions of Congress, and Proclamations of President 
Thereunder: 

(Civil Court of Appeals of Texas, Fort Worth.) Courts are 
required to take judicial notice of all public acts and resolutions 
of Congress, and proclamations of the President thereunder.— 
American Ry. Express Co. vs. Silverstein-Schlossberg Co., 271 
S. W. Rep. 242. 

Carrier Not Suable for Negligence Occurring During Federal 
Control: 

Liability of a railroad or express company during federal 
control thereof, pursuant to provisions of federal control act 
March 21, 1918 (U. S, Comp. St., sec. 3115%a et seq.), or of the 
act Aug. 29, 1916 (U. S. Comp. St., sec. 1974a), was that of the 
United States and not that of railroad or express company, hence 
no cause of action exists against express company after expira- 
tion of federal control, based upon negligent act occurring during 
federal control, in view of transportation act, Feb. 28, 1920, sec. 
206 (U. S. Comp. St. Ann, Supp. 1923, sec. 1007114cc).—Ibid. 
Awarding Judgment Against Express Company, Based on Cause 

of Action During Federal Control, Held Fundamental Error: 

Awarding judgment against express company, based on 
cause of action arising during federal control, under federal con- 
trol act, March 21, 1918 (U. S. Comp. St., sec. 3115%a et seq.), 
or act Aug. 29, 1926 (U. S. Comp. St., sec. 1974a), held funda- 
mental error not required to be raised by assignment, in view 
of transportation act, Feb. 28, 1920, sec. 206 (U. S. Comp. St. 
Ann. Supp. 1923, sec. 1007114cc).—Ibid, 

Action for Negligent Operation During Federal Control Should 
Be Against Federal Agent: 

(Supreme Court of Florida, Division A.) A cause of action 
at law, based. upon negligent operation of a railroad while it 
was in use or operation by the federal government, where, prior 
to federal control, the action could have been brought against 
the carrier, should after the termination of federal control be 
brought against an agent provided by the transportation act of 
1920 (U. S. Comp. St. Ann. Supp. 1923, sec. 10071% et seq.), to 
be appointed by the President of the United States—Live Oak, 
P. & G. R. Co. vs. Holmes, 103 So. Rep. 619. 

Party Relying on Exception of Cars on Private Track from De- 
murrage Rules Must Allege and Prove Facts Bringing Him 
Within It: 

(Appellate Court of Indiana, Division No. 2.) Party relying 
on exception to make out cause of action or defense, such as fact 
that freight car was on private track and hence not subject to 
demurrage charges under carriers’ rules, has burden of alleging 
and proving facts necessary to bring him within exception.— 
Davis, Director-General, vs. Steel, 147 N. E, Rep. 632. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





BILLS OF LADING 


Bill of Lading Receipting for Two Cases of Goods, “Contents and 
Condition of Contents of Packages Unknown,” Was Evidence 
of Delivery to Carrier of Goods, But Not Prima Facie Evi- 
dence of Quantity in Cases; 

(Supreme Court of North Carolina.) Bill of lading for 
transportation of cases of knit goods, acknowledging receipt of 
of two cases of knit goods, “contents and condition of contents 
of packages unknown,” was evidence of delivery to carrier of 
two cases of knit goods only, though not prima facie evidence 
of the quantity of goods in the cases.—Riff vs. Yadkin R. Co., 
127 S, E. Rep. 588. 

Liability of Terminal Carrier for Goods on a Through Bill of 
Lading Not Affected by Statute: 

Liability of terminal or delivering carrier for transportation 
of goods on a through bill of lading is not affected by the Car- 
mack amendment (U. S. Comp. St., sec. 8604a) .—Ibid, 

Bill of Lading Not Alone Sufficient to Prove Shortage of Goods 
in Cases Not Subject to Inspection: 

Where contents. of cases are unknown and not subject to 
ordinary inspection, bill of lading alone, qualified by statement 
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that contents are unknown, is not sufficient to prove shortage.— 
Ibid. 
Statement, in Bill of Lading, that Contents of Cases Consigned 

Were Unknown, Held Not to Affect Liability: 

Statement, in bill of lading, that contents in cases of goods 
delivered to carrier are unknown, does not affect liability of 
carrier for actual contents.—Ibid. 

LOSS OF OR INJURY TO GOODS 
Evidence of Delivery of Los Goods to Carrier Sufficient for Jury: 

(Supreme Court of North Carolina.) In action by consignee 
against carrier for loss of goods alleged delivered to it, evidence 
of delivery held sufficient for jury.—Riff vs. Yadkin R, Co., 127 
S. E. Rep. 588. 

Common Carrier Liable for Actual Contents of Cases of Knit 

Goods: 

Common carrier, delivering cases of knit goods to consignee, 
held liable for actual contents of cases transported by it.—Ibid. 
Consignee Has Burden of Proving Goods Were Delivered to 

Initial Carrier and Missing on Delivery to Him: 

In an action for loss of contents of cases of goods in transit, 
consignee has burden of proving goods were in cases on delivery 
to initial carrier, and missing when delivered to him.—Ibid. 
Testimony as to Shortage Held Competent: 

In action for loss of goods in cases in transit, testimony of 
shipping clerk of consignor, and of witnesses, as to condition of 
straps on case from which goods were alleged to have been 
taken, and of cartons therein when opened at store of consignee, 
was competent,—lIbid. 

CARRIAGE OF LIVE STOCK 
Measure of Damages for Negligent Delay in Shipping Cattle, 

Where Market Value Shown, Stated: 

(Court of Civil Appeals of Texas, Austin.) In action for 
damages from delays to shipment of show cattle, where market 
value of cattle at destination was shown, measure of .damages 
was difference in “market value” in condition they arrived at 
destination, and in which they would have been, but for neg- 
ligence complained of, and a special issue submitting the differ- 
ence in “value” under such circumstances as measure of dam- 
ages was incorrect.—Davis, Agent, vs. Hill et al., 271 S. W. Rep. 
281. 

Test of Liability of Carrier for Damages for Delay in Shipping 

Cattle Held Erroneous: 

In action for damages from delays to shipment of show 
cattle, special issue making test of liability of railroad its fail- 
ure to carry cattle in “usual and ordinary time and manner,” 
was erroneous, as test of liability for damages for delay is fail- 
ure to transport with reasonable diligence and dispatch.—lIbid. 
In Suit for Damages for Delay, Held Court Should Have In- 

structed Jury Not to Consider Damages Resulting from Cat- 

tle Being Kept in Muddy Pens by Shipper: 

In action for damages from delay in shipment of cattle, 
where undisputed evidence showed that shipper confined cattle 
in muddy pens for three days for purpose of making tuberculosisi 
test, held, that court should have instructed jury, in connection 
with special issue as to measure of damages, that jury should not 
take into consideration damages resulting from confinement of 
cattle in such muddy pens.—lIbid, 

Carrier Not Liable for Shrinkage Caused by Shipper’s Confine- 
ment of Cattle in Pens: 

If a shipper confines cattle in pens, causing shrinkage, car- 
rier is not liable for such shrinkage, even though it may itself 
by negligent delay also cause a shrinkage.—Ibid. 

Amended Pleading on Appeal to District Court Held Not to State 

New Cause of Action: 

(Court of Civil Appeals of Texas, Waco.) Where, in ship- 
per’s action for damage to cattle, pleading in justice court de- 
manded “damages caused from cars furnished not being bedded,” 
and on appeal to district court the pleading was amended to 
state “that car was not bedded and floor became slick, and on 
account of floor becoming slick, and rough handling, cattle were 
damaged” hold, that amendment did not plead new cause of 
action prohibited by Vernon’s Sayles’ Ann. Civ. St. 1914, art. 
759, but merely amplified cause of action pleaded in justice’s 
court.—Houston & T. C. Ry. Co. et al. vs. Claybrook, 271 8. W. 
Rep. 195. 

Pleading in Action for Damages to Live Stock Held Sufficient: 

Pleading, as amended in district court, in shipper’s action 
for damages to cattle, alleging damages from shrinkage due 
from delay, damages from lack of bedding and rough handling, 
and for feed, held sufficient.—lIbid. 

Instruction Submitting Issue Whether Cattle Were Injured from 

Lack of Bedding Held Proper: 

Carrier being prohibited by Rev. St., art. 708, from limiting 
liability, charge submitting issue whether cattle were injured 
by reason of car floor not being bedded was proper, over objec- 
tions that shipper was required by shipping contract to inspect 
car and that he knew car was not bedded.—lIbid. 

Jury’s Findings Not Disturbed When Supported by Evidence: 

Jury’s findings that cattle were not delivered by carrier 
within reasonable time, and that shrinkage in weight was caused 
by delay, are issues of fact which appellate court will not dis- 
turb, there being evidence to support the findings.—Ibid. 
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| Personal Notes | 


a") 


Fred Schoettler has been made freight representative of the 
Pennsylvania at Birmingham, Ala. 

D. F. Lyons has been appointed general counsel of the 
Northern Pacific, succeeding C. W. Bunn, who has been made 
vice-president and special counsel, B. W. Scandrett has been 
made general solicitor. 

M. A. Carroll has been appointed traveling freight agent of 
the Wabash at Atlanta. Leslie Jones has been made traveling 
freight and passenger agent at Birmingham. 

Vv. A. Lamark has been appointed district freight agent of 
the Southern Steamship Company at Pittsburgh. 

J. S. Rose has been appointed general agent of the Santa Fe 
at Atlanta. 

C. S. Booth has been made freight claim agent of the Los 
Angeles Steamship Company at Los Angeles. 

John E. Benton, general solicitor of the National Association 
of Railroad and Utilities Commissioners, has received word of 
the death of Frank N. Burns, chairman, the Kentucky Railroad 
Commission. 

Lewis H. Rives has been appointed soliciting agent of the 
Old Dominion Steamship Company at Norfolk, Va. 

P. S. Phenix has. been appointed assistant general freight 
agent of the B. & O. at New York. E. M. Phillips has been made 
district freight representative at Charlotte, N. C. 

Lewis S. Wickes has been appointed traveling freight agent 
of the Kansas City Southern at Tulsa, Okla. 

Edwin J. Bean, member of the Missouri commission, has de- 
clined reappointment to the commission. He will engage in the 
practice of law in St. Louis. 


DOINGS OF THE TRAFFIC CLUBS 


The York Traffic Club will hold its annual outing at Elm 
Bench, Conewago, June 25. <A program of sports, boating, music 
and dancing has been arranged. 











The Junior Traffic Club of Chicago met at dinner June 4. 
Professor L. C. Sorrell, of the University of Chicago, spoke on 
the service of the traffic department to other departments. F. 
E. McShann, inspector, Western Weighing and Inspection Bureau, 
spoke on the purposes and duties of the body he represented, 
and Captain Milton State, of the Grand Trunk, exhibited pic- 
tures of a tour through British Columbia. 





The Transportation Club of Louisville will hold a meeting 
June 30, when Captain Charles F. Huhlein will talk on “Our 
Exports.” A moving picture entitled “This Is the Life,” showing 
a round trip of the S. S. Mauretania, will be exhibited. 





Henry A. Palmer, editor of The Traffic World and president 
of the Associated Traffic Clubs of America, will address the 
newly organized Traffic Club of Omaha at its meeting June 23. 





The Oil City-Franklin Traffic Club will hold its fourth an- 
nual outing at the Rockwood Club, Rockmere, Pa., July 16, and 
not June 16, as was reported in The Traffic World of June 6. 





The Traffic Club of St. Louis will hold its summer outing at 
Riverview Club the afternoon and evening of July 21, Golf, 
swimming, cards, a dinner and dance will be on the program. 





The Traffic Club of Wheeling held its annual outing June 16. 
The members went to Woodland, Va., on board the S. S. Verne 
Swain, where a dinner was served, following a program of sports 
and music. 





A. A. Luttrell, city freight agent of the C. & A., has been 
appointed secretary-treasurer of the Traffic Club of Kansas City, 
effective July 1. 





The Birmingham Traffic and Transportation Club held its 
annual barbecue and outing at West Lake June 13. The club 
staged a baseball game, and members competed in swimming 
races and other contests. Dancing followed the barbecue dinner, 





The Madison (Wis.) Traffic Club met June 11 at the City 
Y. M. C. A. A. E. Roome, car service agent, A. R. A., spoke on 
the work of the regional advisory boards and invited members 
of the club to attend the Milwaukee meeting of the Mid West 
Regional Advisory Board July 15. 





The Traffic Club of New York held a golf outing at the Salis- 
bury Country Club, Salisbury Plains, L. I, June 19. 





The Traffic Club of Wichita will close its season with a 
meeting June 18, when the subject of “Highway Transportation 
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by Motor Vehicles” will be discussed from a traffic standpoint, 
The club will hold a picnic at Sims Park June 26. 


GREAT LAKES BOARD 


Transportation conditions were declared excellent with 
prompt movement of cars and no congestion nor accumulation 
prevailing in the district of the Great Lakes Regional Advisory 
Board, in reports submitted at the second annual meeting of 
that organization at Toledo, Ohio, June 9. A record was set for 
attendance at regional board meetings, over 600 shippers regis- 
tering at the Toledo meeting. 

Donald Conn, speaking with relation to car service rules, 
said definite action would be taken by the railroads to see that 
they were better observed. He appointed a contact committee- 
consisting of five railroad traffic officials, to see that information 
as to the work of the board was disseminated through solicit- 
ing and traveling freight agents. 

Reports for the railroads showed their equipment to be in 
good condition, the Ann Arbor, the Detroit and Shore Line, and 
the Nickel Plate reporting an improvement in track conditions, 
and the Hocking Valley, the Pere Marquette, and the Wabash 
reporting extensions in their double tracking. The Erie reported 
an addition to its merchandise service. 

From the commodity committee reports it was learned that 
the automobile industry broke all movement records in the 
territory for the three months, March, April, and May, averag- 
ing 50,000 cars loaded, with a record of 56,210 in April. Gasoline 
stocks were reported to be 8 per cent below normal, while the 
demand, due to the larger number of autos in service, had 
jumped 32 per cent. The coal movement up the lake and the 
ore movement down will be increased this year, according to 
committee reports, four million more tons of coal going up, and 
sixteen million more tons of ore going down. 

The board has asked motor truck operators to sit in its 
meetings in the future, because of the growing importance of 
the truck as an auxiliary to rail carriers. The officers of the 
board were re-elected. It was decided that, in the future, meet- 
ings would be held the second Thursday of February, May, Au- 
gust, and November, the August meeting being tentatively 
postponed. 

Fcllowing the meeting, members of the board attended a 
joint banquet of the board, the Toledo Chamber of Commerce, 
and the Toledo Transportation Club. R. H. Aishton, president 
of the A. R. A., and Mr. Emery, general counsel, the National 
Manufacturers’ Association, were the principal speakers. 


JUDGMENT OF GUILTY AFFIRMED 


The Trafic World Washington Bureau 


The Commission has been advised that the United States 
Circuit Court of Appeals for the seventh circuit has affirmed 
the judgment of the trial court in United States of America vs. 
James C. Michael, on writ of error to the district court for the 
northern district of Illinois, eastern division. Michael was 
found guilty in the trial court of having presented fraudulent 
claims for damages sustained in the shipment of coal and with 
having conspired with others to commit the offense of “unlaw- 
fully obtaining certain allowances, refunds and payments from 
common carriers.” He was sentenced to serve imprisonment 
for a year and a day. 

Assignments of error dealt with the instructions given by 
the trial judge, the admission of evidence, the construction of 
the statute involved, and the sufficiency of the count in the in- 
dictment charging a conspiracy. 

Circuit Judge Evans, the court consisting of Judges Alschu- 
ler, Evans, and Page, said the evidence was sufficient to support 
the verdict so far as it related to the presentation of false and 
fraudulent claims alleging shortage in cars of coal delivered to 
Michael, but it was contended that the counts failed to show 
that the defendant either delivered the coal for transportation 
to a common carrier or that such common carrier transported 
property for him “as consignor or consignee.” Judge Evans said 
it was not necessary to decide that question, because it appeared 
that as to one or more of the charges, Michael was the consignee 
named in the bill of lading. 

Another contention was that the transportation was intra- 
state, that is, from a point in Illinois to Chicago. The judge, 
however, said the coal, in going from the mine in Illinois to 
Chicago, passed into Indiana and then back into Illinois and 
was therefore interstate transportation as set forth in Western 
Union Tel. Co. vs. Speight, 254 U. S. 17. 

The judge said he passed the challenges as to the sufficiency 
of the count alleging conspiracy because the record disclosed 
conviction on another count, free from error, with a sentence 
sustainable on that count alone. Any error, he said, as to the 
conspiracy count, therefore, would not justify reversal. 
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REVENUE OF WESTERN ROADS 


The Traffic World Washington Bureau 


The Commission is almost ready to announce how it will 
proceed on the application of the western carriers for an in- 
crease in their revenues. Disposition of questions of procedure 
was expected, June 19, within two or three days. One of the 
questions was whether this application should be considered 
separately or joined with the Hoch-Smith case, No, 17000. It 
was admitted that, whether joined formally or not, the two mat- 
ters would have to go along together, more or less, because, 
back of both matters, is the question of the adequacy of trans- 
portation. The point as to adequacy of transportation was made 
by the western carriers in their request for more revenue. 


RATE STRUCTURE INVESTIGATION 


The Traffic World Washington Bureau 


The Commission began making public, June 15, replies to 
statements heretofore filed in No. 17000, rate structure investi- 
gation. 

The Houston Cotton Exchange & Boardjof Trade, by R. C. 
Fulbright, asked that the petition of the Galveston Chamber of 
Commerce and Galveston Cotton Exchange & Board of Trade, 
in which reference was made to the adjustment of rates on cot- 
ton moving through the ports of Houston and Galveston, be not 
considered as raising any issues or requiring any action by the 
Commission with respect to the rates on cotton. Continuing, Mr. 
Fulbright said, in part: 


The burden of the argument seems to be that the application of 
the mileage scale on traffic moving to and from the ports of Galveston 
and Houston from and to the territory referred to, would be in viola- 
tion of the law, or would be to the detriment of the petitioners, al- 
though this is only indirectly alleged. In the absence of any state- 
ment as to the adjustment of rates on cotton, it can not be said 
that any issue has been made, and in this connection this respondent 
wishes to set forth that the rates on cotton moving to Galveston and 
Houston from all points in the various states mentioned, except 
Texas, in interstate or foreign commerce are already equalized, and 
they are already equalized as to seventy-five per cent of the cotton 
producing territory {n the state of Texas. As no allegation is made 
in the complaint that the rates on cotton are not properly equalized, 
and as there is already an equalization from practically the whole 
southwestern territory, this respondent assumes that it is not neces- 
sary for it to make any further answer in this brief, and that there 
is no allegation on which the Commission may set up any particular 
issue in this proceeding. In the absence of more definite allegations 
this respondent assumes that there is nothing upon which it should 
be called to offer testimony unless there is some specific contention 


of some cHaracter upon which the Commission feels an issue should 
be made. 


In another statement replying to the brief of the Galveston 
interests, the Houston Chamber of Commerce and the port com- 
missioners of navigation of the district of Houston, by Mr. Ful- 
bright and L. M. Hogsett, it was stated that the Galveston brief 
contained arguments which were apparently directed at the port 
of Houston, which is a rival of Galveston for import and export 
business. It was further stated that there was nothing in the 
brief that had not already been presented by the Galveston in- 
terests in pending formal cases. After reviewing the develop- 
ment of the port of Houston and its facilities, the reply said that 
both Galveston and Houston were needed by the public but that 
the petition of the Galveston interests was designed for the pur- 
pose of destroying the port of Houston in order that they might 
perpetuate a monopoly which was enjoyed by that port in previ- 
ous years. 


“This fight is purely local and is not of a character to be 
considered in a general investigation of the rate structure of the 
United States,” the reply said. 

The Portland Cement Association, by F. E. Paulson, chair- 
man of the committee on transportation, emphasized the impor- 
tance of stability in the rate structure. The association, in part, 
said: 


Various statements that have been filed are premised on the 
principle that an adequate system of transportation must be main- 
tained. We fully agree with this principle, and we urge your com- 
mission so to act that nothing will be done to impair the efficiency 
of the present system of transportation nor interfere with its future 
development. With this thought in mind we contend that the pub- 
lic will be misled by the suggestion made in the notice to the public 
dated March 12, 1925, as follows: 

“In the event it is claimed that any of the various classes of 
traffic is subjected to undue burden, any traffic or commodities re- 
ceiving undue advantage on which compensatory increases could be 
placed if found necessary should be indicated as clearly as possible.” 

In response to the foregoing suggestion various interests have 
filed statements arguing for reductions in rates on their respective 
commodities. Any rate reduction involving a substantial volume of 
traffic, without compensating increases, would certainly impair the 
ability of the carriers to serve the public adequately. The only alter- 
native would be to recoup carriers’ losses by an increase in rates on 
other commodities. This shifting of the transportation burden would 
almost certainly result in commercial chaos. 

The present laws governing the regulation of carriers by the In- 
terstate Commerce Commission require that those who claim to be 
injured by the existing rate structure must proceed in lawful manner 
to present such claims of injury to your Commission, setting forth 
definitely the manner in which the exising rates work to their 
detriment. 

General charges have already been made that by comparison 
cement rates are too low. The cement industry emphatically affirms 
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that its rates bear their full proper proportion of the transportation 
burden. Moreover, the portland cement rates, effective within large 
portions of the United States, have been fixed by your Commission 
after exhaustive investigations. 

The resolution of Congress is premised upon the thought that 
there may be inequalities in the present rate structure, and the 
purpose is to develop the facts upon an orderly record. It logically 
follows, therefore, that those who invoke the resolution should be 
required definitely to point out the burdens upon their own com- 
modities, to name the commodities receiving the benefits, and to 
state with some degree of certainty the territory within which the 
alleged preferential rates operate, thereby serving as notice to the 
industries whose rates are under attack. 

Uncertainty as to the future rate, is growing rapidly, with at- 
tendant anxiety, and your Commission is respectfully urged to make 
an announcement at an early date with respect to the foregoing, 
in order to remove the growing sentiment that an upheaval of the 
entire rate structure is impending. 


In a supplementary statement filed with the Commission, 
T. C. Atkeson, of the National Grange, said: 


No statement or brief which has been filed, as shown by the 
records of the Commission up to today, June 15, 1925, the final date 
set by the Commision for filing of answers in the Hoch-Smith freight 
rate structure case, makes any effort to either meet or deny the facts 
which are set up in the statement filed by the National Grange 
May 14, to the effect that in the present rate structure the rates 
on agricultural products generally are higher than the freight rates 
on the products of the industries generally and that such rates in 
the application of the rule of rate making which is set up in Public 
Resolution No. 46 of the 68th Congress, should be reduced. 

The statement of the National Grange that freight rates on agri- 
cultural products generally are higher than the freight rates on 
products of manufacturing industries generally and that this is a 
contributing cause to the conceded depression in agriculture was 
substantiated by quotations and references to the report of the Joint 
Commission of Agriculture Inquiry, whose findings on this subject 
have never been questioned, and by quotation from actual official 
records showing that more than 6 per cent of the total income of 
agriculture was paid in transporting about one-half of its products 
to market, while only about 2 per cent of the total income of manu- 
facturing was paid for transporting more than 90 per cent of its 
products, and that the railroads charged 670 million dollars for carry- 
ing 220 million tons of agricultural products, or $3.49 a ton and only 
$2.54 a ton for carrying manufactured articles. 

We would call your attention to the statement made by the 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic man, thorough knowledge of rates 
and rate construction, well versed in handling cases before the Inter- 
state Commerce Commission, years actual experience in all branches 
of industrial traffic, reliable reference, reasonable salary. Address 
“FEF. A. B.,’’? care Traffic World, Chicago, Ill. 














WANTED—Partner in well-established profitable traffic service 
business, Chicago, with $2,500 and expert rate knowledge. Address 
Box 809, care Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic Manager. Two hundred rates re- 
duced past year, reparation awarded by carriers. Evidence furnished. 
Successful cases before Commission. Progressive and resourceful. 


Reference, married, age thirty-five. Address BRJ, care Traffic World, 
Chicago, Ill. 





POSITION WANTED—Assistant traffic manager or rate clerk; 
railroad, commission, industrial traffic and traffic bureau experience. 
Salary $225.00 per month to start, now employed. Address Box 807, 
care Traffic World, Chicago, Ill. 





POSITION WANTED—Traffic Manager or assistant. Twenty 
years’ traffic experience with railroads, Chicago, Detroit, Boston. 
Also have purchasing experience. Know rates and general trans- 
portation methods. No objection to small city. Address Box 811, 


.care Traffic World, Chicago, IIl. 


TRAFFIC MANAGER—Business executive having developed all 
Possibilities present connection seeking larger opportunities. Sixteen 
years present industry. Proven ability. Law student. Address 
“TMBE,” care Traffic World, Chicago, IIl. 


POSITION WITH CHANCE FOR ADVANCEMENT WANTED— 
By traffic manager, having fifteen years’ railroad rate and claim ex- 


perience, also special training. Address Box 805, care Traffic World, 
Chicago, Ill. 





WANTED—Traffic manager who is thoroughly familiar with pack- 
age car routing from Chicago, St. Louis, and Kansas City, to be able 
to route large volume of both freight and express perishable shipments. 
Must know how to interpret freight tariffs, file and collect claims. 
In your reply give reasons why you think you can fill the place. If 
you lack the punch and cannot stand the gaff, please do not reply. 
Address Box 803, care Traffic World, Chicago, IIl. 








FOR SALE—Several cars newly manufactured 6x8 8-ft. Oak 
Railroad Cross Ties. Can also furnish switch timbers to order. L, 
E. Pearson, Box 705, South Bend, Ind. 


LBANY, N. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 


with rail connection, U. S. Port of Entry. 
Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 
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President’s Agricultural Conference submitted to President Coolidge 
January 14, 1925, and reiterated in exact language in later state- 
ment issued on January 28, 1925, signed by all the members of the 
President’s Agricultural Conference, as follows: 

“By reason of the horizontal changes in freight rates during 
recent years and of greater depression of prices of agricultural prod- 
ucts than of those of other products, during the same period, the 
raw products of agriculture are now bearing a relatively excessive 
cost for transportation. * * * The conference does wish to emphasize 
at this time its conviction that while adequate service is essential, 
the welfare of agriculture also demands an early and thorough re- 
vision of the freight rate structure to relieve the raw products of 
agriculture and livestock from their disproportionate share of trans- 
portation costs.” 

This shows that as recently as January of this year, the agri- 
cultural depression which was so thoroughly analyzed by the Joint 
Commission of Agricultural Inquiry of 1921 and 1922, still existed. 
It is common knowledge that there is as yet no adequate relief. 
Agriculture is confidently looking towards the action of the Inter- 
state Commerce Commission in this case as the first essential step. 

The more important briefs which have been filed fall into four 
general classes: 

1. Briefs filed by professional traffic experts and attorneys, of 
which that of the National Industrial Traffic League is typical. 
These briefs avoid the merits of the rate case and follow the usual 
lawyer-like procedure in cases where the facts cannot be controverted, 
that of ‘‘confession and avoidance.’’ In general they are an effort 
to befog the interpretation and real purpose of Public Resolution 
No. 46 of the 68th Congress. That resolution says: “It is hereby 
declared to be the true policy in rate making to be pursued by the 
Interstate Commerce Commission in adjusting freight rates, that the 
conditions which at any time prevail in our several industries shall 
be considered in so far as it is legally possible to do so, to the end 
that commodities may freely move,’ and in the second paragraph 
“that the natural and proper development of the country as a whole’”’ 
shall be one of the factors which shall be given due regard. 

These are new factors in rate making. The plain language of 
the resolution, unclouded by any interested interpretation, shows the 
intent of Congress that the array of facts showing the unfavorable 
position of agriculture should be taken fully under consideration. 
The National Grange, therefore, asks for such prompt action on the 
part of your Commission as will fulfil the plain intent of the reso- 
lution. 

2. Statements filed by representatives of the carriers. These state- 
ments in general do not make any effort to discuss the merits of 
the case on behalf of agriculture or other depressed industries, but 
are in the main arguments as to why gross freight earnings should 
not be reduced. Section 15-A of the transportation act cover this and 
it is not at issue. in this case. 

8. Briefs filed on behalf of special interests or special localities. 
These briefs in general attempt to set up allegations of discrimination 
which may or may not be well founded. They are entirely aside or 
apart from the large questions of a new national policy of rate 
making involved in this case. 

4. Statements filed on behalf of general agricultural organiza- 
tions. These statements support and supplement in a general way 
the arguments which were presented in the brief of the National 
Grange. In particular, the mass of details showing apparent discrim- 
ination and impeding of the free movement of commodities which is 
shown by the briefs of the various fruit and vegetable organizations 
are commended to the attention of the Commission. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ending June 6 totaled 
994,874 cars, the highest week’s loading this year, according to 
the car service division of the American Railway Association. 

This was an increase of 84,081 cars over the corresponding 


week last year, but a decrease of 17,438 cars under the same _ 


week of 1923. 
Loading by districts the week ended June 6 and for the cor- 
responding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 7,161 and 7,926; live 
stock, 2,603 and 3,224; coal, 39,872 and 39,966; coke, 2,023 and 1,731; 
forest products, 5,915 and 6,354; ore, 5,713 and 6,272; merchandise, 
L. C. L., 72,882 and 67,534; miscellaneous, 98,5138 and 83,182; total, 
1925, 234,682; 1924, 216,189; 1923, 251,885. 

Allegheny district: Grain and grain products, 2,558 and 2,411; 
live stock, 2,027 and 2,549; coal, 38,132 and 40,726; coke, 4,326 and 
3,816; forest products, 3,298 and 3,411; ore, 12,903 and 11,290; mer- 
chandise, L. C. L., 52,691 and 49,416; miscellaneous, 83,125 and 74,202; 
total, 1925, 199,060; 1924, 187,821; 1923, 226,183. 

Pocahontas district: Grain and grain products, 226 and 183; live 
stock, 159 and 135; coal, 36,003 and 27,259; coke, 388 and 229; forest 
products, 1,845 and 1,470; ore, 64 and 136; merchandise, L. C. L., 
7,084 and 6,583; miscellaneous, 5,064 and 4,675; total, 1925, 50,833; 
1924, 40,670; 1923, 41,786. 

Southern district: Grain and grain products, 3,577 and 4,312; live 
stock, 1,986 and 1,907; coal, 19,992 and 15,476; coke, 833 and 864; 
forest products, 24,339 and 21,367; ore, 1,436 and 1,451; merchandise, 
L. C. L., 40,501 and 38,341; miscellaneous, 50,495 and 42,538; total, 1925, 
143,109; 1924, 126,256; 1923, 132,602. 

Northwestern district: Grain and grain products, 10,155 and 10,536; 
live stock, 7,491 and 8,795; coal, 4,664 and 4,895; coke, 1,168 and 900; 
forest products, 20,861 and 18,550; ore, 42,034 and 38,096; merchandise, 
L. C. L., 33,184 and 29,907; miscellaneous, 39,707 and 36,680; total, 1925, 
159,264; 1924, 148,359; 1923, 166,633. 

Central Western district. Grain and grain products, 9,918 and 
9,633; live stock, 10,687 and 11,716; coal, 9,671 and 11,227; coke, 288 
and 235; forest products, 12,539 and 10,668; ore, 3,610 and 3,048; mer- 
chandise, L. C. L., 37,131 and 35,095; miscellaneous, 56,406 and 53,186; 
total, 1925, 140,200; 1924, 134,808; 1923, 136,815. 

Southwestern district: Grain and grain products, 4,197 and 4,144; 
live stock, 2,419 and 2,551; coal, 3,232 and 3,801; coke, 192 and 141; 
forest products, 9,129 and 7,603; ore, 516 and 535; merchandise, L. C. 
L., 14,925 and 14,428; miscellaneous, 33,116 and 23,487; total, 1925, 
67,726; 1924, 56,690; 1923, 56,408. 

Total, all roads: Grain and grain products, 37,792 and 39,145; live 
stock, 27,272 and 30,877; coal, 151,566 and 143,350; coke, 9,218 and 7,916; 
forest products, 77,926 and 69,423; ore, 66,276 and 60,828; merchandise, 
L. C. L., 258,398 and 241,304; miscellaneous, 366,426 and 317,950; total, 
1925, 994,874; 1924, 910,793; 1923, 1,012,312. 


Compared with the preceding week this year, when freight 
loadings were somewhat reduced owing to the observance of 
Decoration Day, increases in the total loading of all commodities 
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were reported in all districts, while all districts reported in- 
creases over the corresponding period last year. All districts 
reported increases over the same week two years ago except the 
Eastern, Allegheny and Northwestern. 
Loading of revenue freight this year compared with the two 
. previous years follows: 
1925 1924 1923 





Pive weeks im January «....<ccses 4,450,993 4,294,270 4,239,379 
Four weeks in February .......... 3,619,326 3,631,819 3,414,809 
Four weeks in BMAreh «....cceseces 3,694,916 3,661,922 3,662,552 
Four weeks in April ...<.ceces ccce 3,421,662 3,498,230 3,764, 266 
DEVO: WEG G0 TORY oice:ecco cessive 4,854,720 4,473,729 4,876,893 
Week ended June 6th .....ccccccece 994,874 910,793 1,012,312 

UE. since i ceenienepaaeamaeesas 21,336,491 20,470,763 20,970,211 


APRIL OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and expenses of Class I roads for April, 1925 and 1924, and for 


the four monthe ended with April,'1925 and 1924, for the United 
States, follow: 


Item United States 
1925 1924 
Average number of mffes operated....... 236,665.33 236,036.00 
Revenues: 
i COTE ee rn $ 347,028,739 $ 342,907,280 
POSRONGS occccccves oni asoae murecies ---b 78,373,104 Cc 85,222,921 
MI Oe age nrbaid rectoccwa visiaceierern bRcinwaisie via 8,162,185 8,157,658 
LD eee en ec eccccecesscccces 13,472,004 12,657,251 
All other transportation............... 16,395,226 16,293,674 
Incidental ....... Weaa ee eonawinea ticle cede 9,432,971 9,367,674 
WOUNE TACMIEY—CP.. accncine cc cisiecicsiecieves : 850,854 819,055 
SOMME FACUIII——DP. ie cciciccvcicwcccccceses 218,537 193,368 
Railway operating revenues........ 473,496,546 475,232,145 
Expenses: 
Maintenance of way and structures... 68,091,818 68,036,804 
ne of equipment............ 104,670,942 107,510,647 


Peed esas ee Reled wales pieeeerivales 8,562,903 7,885,594 
Transportation . 







ransportation ...... admis ele enn aeons 171,657,299 177,595,365 
Miscellaneous operations ............ ae 4,103,388 3,968,723 
reais 14,442,885 13,950,825 
Transportation for investment—Cr..... 905,822 1,121,024 

Railway operating expenses...... -.. 370,623,413 377,826,934 

Net revenue from railway operations..... 102,873,133 97,405,211 

Railway tax accruals............ Bauer 28,298,364 27,104,582 

Uncollectible railway revenues............ 146,553 155,897 

Railway operating income.......... 74,428,216 70,144,732 
Equipment rents—Dr. balance.......... a 6,425,877 6,094,668 
Joint facility rent—Dr. balance.......... 1,803,104 1,751,536 

Net railway operating income...... 66,199,235 62,298,528 
Ratio of expenses to revenues (per cent).. 78.27 79.50 

FOR FOUR MONTHS 
1925 1924 
Average number of miles operated....... 236,619.95 236,031.53 
Revenues: 
MMEILE \:b/nstin. 0.0'0'0'0-00'nd sieicivinievens noneeceeee meade $1,400,809,544 
EE EE LE LEE eocce@ 324,175,205 f 347,478,218 
ROE enna 31,940,666 
IONE 5 civinralelaiviarsinis(uaceiste/ercceore-sivicioics«)! Mane 46,659,234 
All other transportation........... --.. 62,866,160 62,278,183 
EE EEE ORG ae 37,324,035 37,107,419 
Joint facility—Cr. ............. aéistnowa 3,478,947 3,709,019 
Joint _facility—Dr. a Wa arene @kataahe el oretene’ 851,594 835,371 

Railway operating revenues........1,899,733,457 1,929,146,912 

Expenses: 

Maintenance of way and structures... 241,076,830 237,410,138 
Maintenance of equipment... 423,361,678 438,154,180 
RUINED. <scaks eceaacones Gib a4'acd brid as@ #:caro 4s! av4.rsiore 33,683,534 31,955,014 
TPONSPOTTALION ..cccccccce 718,166,303 752,433,800 
Miscellaneous operations . 16,676,316 16,066,903 
fo. RE ORE a we 57,579,622 56,353,811 
Transportation for investment—Cr.... 3,367,136 3,870,874 

Railway operating expenses..... vow Lt DEe et 1,528,502,972 

Net revenue from railway operations..... 412,556,310 400,643,940 

Railway tax accruals........ Keeceececeues LEO Sea ree 105,392,642 

Uncollectibla railway revenues........... 542,115 689,976 

Railway operating income.......... 301,088,033 294,561,322 
Equipment rents—Dr. balance............ 23,995,725 22,579,365 
Joint facility rent—Dr. balance.......... 6,988,228 6,312,582 

Net railway operating income...... 270,104,080 265,669,375 
Ratio of expenses to revenues (per cent).. 78.28 79.23 


b Includes $2,985,936 sleeping and parlor car surcharge. 
ce Includes $2,997,962 sleeping and parlor car surcharge. 
e Includes $11,810,968 sleeping and parlor car surcharge. 
f Includes $11,379,453 sleeping and parlor car surcharge. 





RATES ON COAL 


The question of whether or not a through rate on bituminous 
coal was in effect between West Kentucky mines on the Illinois 
Central to points on the lines of the C. & N. W. and the C. M. & 
St. P., within the Chicago district, between May 7, 1921, and 
January 28, 1923, is involved in Docket 16831, the Audebert Wall 
Paper Mills et al. against the Illinois Central et al., heard before 
Examiner Smith at Chicago, June 15. 

T. P. Scanlon, for the complainant, said the rates charged 
by the carriers up to July 1, 1922, was $2.54 a ton, and after that 
date, $2.29 a ton, whereas the complainant contended that the 
proper rates to have been assessed were $2.40 and $2.17 a ton, 
The lower rate, he said, was arrived at by applying a propor- 
tional rate in the absence of joint through rates, plus the arbi- 
trary provided in the Lowry tariff. 

R. P. De Camp, assistant coal traffic manager for the Illinois 
Central, said the proper rate had been applied on the complain- 
ant’s shipments. He said that there was a joint through rate 
made up of the local rates plus the arbitrary, and, since there 
was a joint through rate in effect, the proportional did not apply. 
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Learn More About 


Port Houston 


The Gateway to the Empire 








of the Southwest 
* 
A Vacation Land 
Like Nothing Else The story is told in picture and text 
On Earth! = 
RATHER more like a bit of an- “Port Houston’”’ 
other planet is Southern Utah's 
new scenic wonderland—‘ a vast The official organ 
topsy-turvy painted country of of the Pert Comenioien 
mountain and canyon and plain | 
sculptured and colored in Nature’s Sent Free of Charge to Traffic 
most spectacular fashion—the 
open door to yesterday in Earth’s Executives and Interested Persons 
history.”’ 
See something new this summer— 
go to Southern Utah and visit 
ZION NATIONAL PARK Also request 
Bryce Canyon- Cedar Breaks 
‘ * 
It isn’t far, and doesn’t cost much. Union “Houston Freight Rate 
Pacific sleeping cars take you to Cedar 9 
City, whence big automobiles tour the Book No. 1 
entire region, and there are excellent isa : 
living accommodations at all stopping Containing First Four Class Rates 
places. and all Package Car Schedules 
Optional side trip to Kaibab National out of Houston, Texas, to all 


Forest and North Rim of Grand Canyon. 


Texas Common Points 
Send for Free Book in Natural Colors and Points -in ad- 
And ask about low summer fares, person- 


ally escorted all-expense tours and how you joining States. 
can combine the trip with a tour to Salt 

Lake City, Yellowstone, California or the 

Pacific Northwest. Season extends to Octo- Address 

ber 15th. 


halal ~~ aaa THE DIRECTOR OF THE PORT 
e ane 5th Floor Court House Houston, Texas 
Union Pacific 
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CANADIAN CAR LOADING 


Car loading in Canada the week ended June 6 aggregated 
49,719 cars, an increase over the previous week of 3,617 cars. 
Grain and grain products increased 354 cars, coal 301 cars, lumber 
687 cars, merchandise 1,575 cars, and miscellaneous freight 941 
cars, other commodities showing little change. Compared with 
the corresponding week last year the total decreased 8,775 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
7-—For the Week Ended—, 
































































June 6 May 30 June7 

Commodities 1925 1925 1924 

Grain and Grain Products..........seesee 2,128 1,966 3,058 
CP eer Cees beneecee Egtee 1,048 1,1¢3 
DE eadadseecsscercevemes cocceccece aeoees oop 1,065 781 4,047 
ED adveccéedocnscecneoenwns Cocccccccccoe oo .aat 390 176 
EMMIS ccccccccces KCC eeECO~OSOROHC jawaese Gare 2,532 2,924 
PuUIPWOOR .ccccccccecccccccccccccccscce wee Egett 1,757 1,998 
PED GRE PERE. cccccccvcesecccces Brrr: 1,900 1,820 
Other Forest Products............. 1,347 1,253 
CO ccctenoovnce Ode eeeObe wee ede ReCoewsoeee 1,094 1,087 1,425 
DO, Bs Cu Bivecncdcsansedcctuwneus 11,494 10,481 11,566 
PERIGEE ciracacidteudscuneewoweeeaes oeel0,251 9,617 9,950 
WUtel Cee BiCGGO «ok coc ccccecevecceen 35,717 32,906 39,320 
Total Cars Received from Connections 28,728 31,116 25,411 

WESTERN CANADA 
Grain and Grain Products........... onnce anaes 1,954 7,542 
FS eee ee cecceecce bE6 996 1,034 
DM scbctinderetutenacenanetenceds “csccoesg ‘Ole 608 70 
EN hak sad oGreaiein.dinde cetneumabeeqmeladke tones 25 26 hate 
Lumber ...... Cevondnevceseeresesveveseteees 1,236 1,136 1,023 
PME cccsnenesenceeees Cccccecveevcceee 197 342 91 
Et CE TN as cnarckccoiandicigncenaeoasesn 108 126 99 
SENG PUTOSE PIOGUCIS, 6 ccccicccvveccceess - 1,239 1,240 1,380 
Oe davccreowaen ce eeicel ae Ghaaiwlemedwis wna weit - 567 554 513 
Oe ee ee adeues 4,129 3,567 3,963 
PEE Sci cwacentencewancecsienoaoes ee 2,954 2,647 2,82 
OURS CATS EGRGOG cove cccccccccewcse 2 14,002 13,196 19,174 
Total Cars Received from Connections 2,093 2,270 2,117 
TOTAL FOR CANADA 
Grain and Grain Products........essecees 4,274 3,920 10,600 
TAG BOG cvcvcccecscevccocsce ee i 2,137 
Coal cccovcce os 1,690 1,389 4,750 
Coke ccccce cove 22 416 176 
Lumber ........ se ecce 4,355 3,668 3,947 
Pulpwood ..... eeeues ela cone See 2,099 2,089 
Pulp and Paper......... coos BGhe 2,026 1,919 
Other Forest Products.. oowee meee 2,587 2,633 
OPO ccceccccoee Ciee wae coves 2,001 1,64 1,938 
Merchandise, La C. L..ccccccccce ieevecesoukepene 14,048 15,529 
Miscellaneous ....cccsccesccees cvcecereeoueeee 12,264 12,776 
Total Cars Loaded........ Rneeneeaeweieeeee 46,102 58,494 
Total Cars Received from Connections 30,821 33,386 27,528 
CUMULATIVE TOTALS TO DATE 

° 1925 1924 
Grain and Grain Products........ssseseee 136,825 188,428 
Live Stock....c.cccccccces led eeeieoendueeeees 50,488 50,143 
EE 6 6C VOCS CESRETCCCEE CO COOD SORE CORSE ECE 88,102 110,441 
COO cccccccccccscccecece S660 SSC CCRC HEORS i nyu 
Lumber ..ccoccccccce ecwnenee pacCerwosewewees 75,228 81,303 
PuIPWOO ..ccccccccccccccccccccccccccccccs 73,509 75,807 
Pulp and Paper......-+.+- Coreeevceoceceoe 48,038 47,804 
Other Forest Products.......ccccccccccees 68,657 65,337 
GEO cccecce wiasbdneteess aptcneontentewenes 28,585 25,007 
Merchandise, L. C. L........ weeecw kas exis 338,740 316,842 
Miscellaneous .......cceccceees désweeeeovee 251,490 254,547 
Total Cars Loaded........ Coedecceccoes 1,166,342 1,221,231 
Total Cars Received from Connections 760,019 769,211 


CANADIAN TRANSPORTATION COST 


The Traffic World Ottawa Burcau 


At the annual meeting of the Canadian Manufacturers’ Asso- 
ciation, President A. F. Hatch said the transportation situation 
was far from satisfactory, as there was not sufficient traffic in 
Canada to enable two great continental railway systems to 
operate with financial success. “The cost of railway transporta- 
tion,” he said, “has not been reduced in proportion to the reduc- 
tion of industrial and agricultutral production costs, and the 
present competition tends to increase, rather than diminish, 
railway expenses. Cooperation is suggested, but it is difficult 
to see how it can be practically applied sufficiently to reduce 
both the cost of transportation to the public and the annual 
deficits of the Canadian National Railway, unless a great increase 
in freight and passenger traffic can be developed in the imme- 
diate future.” 

The Canadian Brotherhood of Railway Employes, through its 
president, A. R. Mosher, combats this statement. He says 
some rates on some commodities have not come down, as they 
probably should have done, but the average railway rate is 
much nearer the pre-war parity than are average commodity 
prices. He points out that rail rates on grain and flour are the 
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same as before the war, and average rail rates are hardly 30 per 
cent above the 1913 average, while the average wholesale price 
of 236 commodities in March, 1925, was 61.6 per cent above the 
1913 average. He quotes Mr. Long, traffic manager of the Cana- 
dian National Railways, as stating that the average railway 
freight rate in 1923 was 28 per cent above the average rate of 
1913 and estimates that, if the railways had been allowed to 
increase their freight rates in proportion to the increase of 
commodity prices, they would have earned $60,000,000 more 
than they did. He says: 


If the C. P. R. and C. N. R. had obtained an average freight rate 
equal to that enjoyed by the United States railways in 1923, they 
would have earned from 55 to 60 million more than they did. It is 
doubtless true that transportation rates on some commodities have 
not been reduced in proportion to the production costs of some agri- 
cultural or manufactured products. In the first place, the railway rate 
on any commodity did not advance during the war boom in the same 
proportion as the general price level of commodities. On some com- 
modities, railway rates during that time were raised 110 per cent 
above the 1913 rate, but prices of grains went up 210 per cent, and 
other products 205, 228, 211 and 161 per cent. If we compare averages, 
we find that, during 1920,, the index number of the wholesale prices 
of 235 commodities in Canada was 248, or 148 per cent above the 
1913 average. In 1920 the average railway freight rate per ton per 
mile was 41 per cent above the 1913 average. In 1921 average rail 
freight rates made their highest advance—58 per cent above the 1913 
average or 90 per cent less than the highest advance in average 
commodity prices for one year. 

It has been assumed in an application made to the Board of Rail- 
way Commissioners, that railway rates in Canada are unduly high 
because the railway workers have been allowed excessive increases 
in wages. <A recent report of the Dominion Department of Labor 
shows that the average wage rate of railway workers has increased 
57.4 per cent above the average for 1913, while wages in other em- 
ployments have increased from 75.5 to 97.6 per cent. Railway freight 
rates have not increased since 1922, but the index number of com- 
modity prices has increased by 10 per cent. I submit that the 
contention that railway rates are high as compared with commodity 
prices will not be supported by a candid survey of the economic 
situation in Canada, but that other industries are holding up progress 
by trying to maintain a price level 100 per cent higher than could 
possibly be excused by the increase in rail rates. 


CANADIAN SURCHARGE 


The rate of exchange from June 15 to 30 will be one-sixty- 
fourth of one per cent. There will be no surcharge on inter- 
national freight or passenger business. 


ROUYN RAILWAY EXTENSION 


The trouble between Quebec and Ontario with regard to 
railway extension to the Rouyn mining district has been referred 
to the Supreme Court of Canada to decide on the rights of the 
respective parties. The law authorities of the province of Que- 
bec claim that the federal government has no right to confer 
authority on the Nipissing Central Railway Company to cross 
and take possession of provincial crown lands. Ontario claims 
that, not only has the federal government such power, but it has 
no right to withhold consent. The government has, in the past, 
granted such permission, but it was many years ago, and there 
was no opposition from the province. The Supreme Court will 
now give a final decision in the matter, pending which, construc- 
tion of the Rouyn road will be held up. 


CANADIAN RAIL EARNINGS 


Canadian Pacific Railway earnings for the week ended June 
7 were $2,860,000, a decrease of $338,000. Earnings of the 
Canadian National for the same period were $4,029,141, a de- 
crease of $273,062. 


MANITOBA RATE AGREEMENT 


Withdrawal of the appeal of the Provincial government of 
Manitoba to the Privy Council respecting the validity of the 
Manitoba rate agreement with the Canadian Northern Railway 
will follow the passage of the freight rates equalization bill now 
before Parliament. Should the government bill unqualifiedly 
throw into the discard all special agreements, such as the Cana- 
dian Northern pact, Manitoba feels that it would have no stand- 
ing in its appeal, but the province hits that, should the agree- 
ment be wiped out, the province will seek compensation. 


TEST RATE ON ALBERTA COAL 


The Canadian National has issued instructions to transporta- 
tion and traffic officers in the western region to accept 25,000 
tons of Alberta coal for shipment to points in southwestern 
Ontario at a test rate of $7 a ton. Some time ago, on repre- 
sentations of the Ontario government, which wanted to find out 
if Alberta coal could be carried to Ontario to be sold in com- 
petition with anthracite from Pennsylvania, the Canadian Na- 
tional carried a quantity of coal from Alberta to Ontario, but 
it was found that shipments could not be made at the rate quoted 
in that test. Representations recently made by the coal oper- 
ators of Alberta, supported by the provincial government, to 
Sir Henry Thornton, resulted in orders for the present test, the 
effect of which will be accurately observed. 


June : 
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American _ 
Oriental Mail Line 





President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT GRANT.......................June 20 
*PRESIDENT MADISON.....................July 2 
*PRESIDENT JACKSON......... cvcccccccecste Oe 
*PRESIDENT McKINLEY..... cecccovccccecestay ae 


*PRESIDENT JEFFERSON ...............August 7 
* Refrigeration Service 


Direct Freighter Service 
TO 


Japan, Shanghai, Dairen, Taku Bar, Tientsin 


CITY OF SPOKANE. ..........scsccsccsccccce SUme 20 
WEST HIMROD 
Se ee Keneows July 5 


Also Regular Sailings Direct to Foochow, noe Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phone Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—1714 Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—1519 Railroad Avenue, South. 








L. L. BATES, General Freight Agent, Seattle, Wash. 


Pe eetoule-tel 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by Admiral Oriental Line,  EVor-t-stol-am @lol-se-teay as 


































WORLD 







Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 


Baltimore New York Savannah 
TERE. cciceccvcvcceees June 20 June 24 
MONTPELIER .......00- June 30 July 4 July 8 
re July 14 July 18 July 22 
.. sen July 28 Aug. 1 Aug. 5 
ok rer Aug. 11 Aug. 15 Aug. 19 
PETER KERR........... Aug. 25 Aug. 29 Sept. 2 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 

Los Angeles Harbor without transfer charge, also to all ports of 

+ sag rgd Oregon, Washington, British Columbia, Alaska and the 
ar East. 


Joint Service with 


HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 
xx*DEUTSCHLAND ...June 25 xx{CLEVELAND ...... July 9 
SUDB ae cocccccce June 27. xx*RELIANCE ......... — 14 





xx*RESOLUTE ........ June 30 IDARWALD ....... July 16 
xtMOUNT "CLAY eccees July 2 xx*ALBERT BALLIN.. Joly 23 


¢Cabin and Third Class Passengers. ‘*First, Second and Third 
Class. x Calls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


*IDARWALD (via Baltimore and New York)...........+-- July 3 
LEGIE (via Baltimore and Hampton Roads).............. July 29 
SUDBURY (via Baltimore and Hampton Roads)........ Aug. 12 


*Hamburg Only. 
BALTIMORE TO BREMEN AND HAMBURG 


*SUDBURY (via Hampton Roads and New York)........ June 20 
SIDARWALD (via New York) ...cccccccccccccccccsccccccs July 10 
LEGIE (via Hampton Roads) .....ccccccccccccccccccccces Aug. 5 
SUDBURY (via Hampton Roads)............csccseeeees Aug. 19 


*Hamburg Only. 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


— (vin New YOrk)..cccccccceccccccccecessceve June 23 
TEE J iicindiewincvainesiecnebis CCCs ORT NUS SRS 4d4 4 Kode awe ewes Aug. 8 
SUDBURY CNa RINSING NESS aINS RR GES NIN Kae sue susueeee Aug. 22 


*Hamburg Only. 
NEW ORLEANS TO BREMEN AND HAMBURG 


WESTERWALD NitbieeteweebequeNebesedbwasweweeene Half of July 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


en bills of lading via Hamburg to LONDON, HULL, LEITH, 
NDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
















CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 

Es 6 iiickcikacconnsieemeeweswue 4128 Jenkins Arcade Bldg. 
NT ee ee re 201 Mitchell Bldg. 
AGENTS: 
crocs oscivawe Jaen en bpeenee Saakaion John M. Born 
ON ee Dichmann, Wright & Pugh, Inc. 
ia iain 5 s'-0:0.459 Gwe qicewen.osenewewaeeies C. H. Sprague & Son 
I oa. ,05a a0 ,0-4:0.winee wewiee Seren wits Los Angeles 8.S. Co. 
kL Ee ere ee Richard Meyer Co. 
| ne Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA... .ccccccccccece Dichmann, Wright & Pugh, Inc. 
ok sso) ere oon erereie caw ore Columbia Pacific Shipping Co. 
ee hing. ptaenewgaaveseniwacnaa sone Sudden & Christensen 
SAN — nae .. Sudden & Christensen 
SAVANNAH.. Wisse ben eeawenseesebeseeaee M. J. Hogan & Co. 
ED 660005 hewienden Sauer eeeseeseee * Sudden & Christensen 
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CANADIAN MERCHANT MARINE 


The Trafic World Ottawa Bureau. 


The special committee on national railways and shipping has 
presented a unanimous report in favor of the vote of $668,000 
asked for the Canadian Government Merchant Marine this year. 

The committee notes that the net results for the merchant 
marine improved to the extent of $423,412 in 1924, in comparison 
with 1923, notwithstanding the depression in world trade con- 
ditions. The report says: 


Your committee is also impressed with the conviction expressed 
by the president of the Canadian National Railways, that during 
the coming year the position of the Canadian Government Merchant 
Marine will be materially improved, and attention is drawn to the 
fact that the amount requested in the estimate for the fiscal year 
ending March 31, 1926, is $668,000, of which $600,000 is for deficits, and 
$68,000 for capital expenditures, whereas the amount included in the 


estimates for the fiscal year ending March 31, 1925, was $900,000, all 
for deficits. 


Reviewing the services maintained by the merchant marine, 
the report, in reference to the United Kingdom service, says 
considerable evidence was adduced pertaining to the develop- 
ment of the trade in dressed and other farm and fishing prod- 
ucts, requiring refrigeration. “Your committee,” continues the 
report, “notes that the president of the Canadian National Rail- 
ways is willing to consult with other shipping companies plying 
between Montreal and the United Kingdom in an endeavor to 
arrive at a rate to be charged for the carriage of the products.” 

The report further emphasizes the possibilities of develop- 
ment in trade with the West Indies, The trade between Canada 
and the West Indies, it says, is worthy of close study, as the 
development of a greater volume of traffic appears possible. 
“Canada is in a position to supply practically all of the require- 
ments of this West Indies trade, and they are able to supply 
Canada with tropical products. There is a large volume of 
business being done by countries other than Canada, which, it 
is felt, can be largely secured for Canada, if up-to-date steamship 
facilities are provided.” 

The committee points out that, in its last report, it indicated 
that greater business could be done with the West Indies if 
modern vessels with cool air and cold storage facilities could be 
provided for the carrying of bananas, which could be marketed 
through direct importation via Canadian ports rather than 
through United States ports. “But this business naturally can- 
not be secured without steamers of greater speed and proper 
cold storage facilities,” it says. 





CANADIAN BOARD ORDER 


The Board of Railway Commissioners for Canada has given 
the Canadian National permission to open for the carriage of 
traffic the track between Fresniere Junction and Rinfret Junc- 
tion, Quebec, known as the St. Jerome Connection, a distance of 
12 miles, providing a speed of 20 miles an hour is not exceeded 
in operating trains over it. 


CANADIAN CANAL STATISTICS 


The summary of canal statistics.for May shows increased 
traffic. On the Sault Ste. Marie canals the total traffic through 
the Canadian and United States canals shows an increase over 
May, 1924, of 1,377,997 tons. Flour, wheat and coarse grains 
showed considerable decreases, but iron ore shipments were 
heavier by 1,591,440 tons and shipments of hard and soft coal 
were also heavier. 

On the Welland Canal, wheat shipments were lighter than 
a year ago by 212,815 tons, or 7,093,800 bushels. Oats were 
heavier by 75,926 tons, rye by 43,659 tons, iron and steel by 
8,020 tons, pulpwood by 8,762 tons, soft coal by 94,202 tons. 
These, with minor chnges, give an increase in the total freight 
of 24,430 tons. 

On the St. Lawrence canals, the total freight tonnage was 
heavier than for May, 1924, by 48,673 tons. The major decreases 
were in wheat, 201,769 tons, or 6,725,600 bushels; corn, 2,648 
tons; and flour, 1,410 tons. These were more than offset by in- 
creases of 70,876 tons of oats, 52,853 tons of rye, 6,537 tons of 
oils, 11,032 tons of merchandise, 25,246 tons of pulpwood, 25,845 
tons of hard coal, 25,533 tons of soft coal, and 11,289 tons of 
sand and smaller decreases in other commodities. 





REPORT ON RAILWAYS AND SHIPPING 


Recommending a strong immigration policy, the special 
House committee on national railways and shipping, through its 
chairman, W. D. Euler, has presented its final report. 

“Your committee believes,” says the report, “that, in the 
interests of the country and of the national railways, the immi- 
gration activities of the Canadian national railways should not 
overlap those of the government, and that the latter should de- 
velop a strong immigration policy.” 

The report further recommends that ways and means should 
be carefully considered of meeting the growing competition of 
the motorbus and motor truck; that, for the purpose of taxation, 
all lines operated by the national system should be regarded as 
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the property of the system, so as to. remove the present dis- 
crimination in so far as the Intercolonial, Prince Edward Island 
and Transcontinental railways are concerned. 

The committee expressed the opinion that the customary and 
necessary maintenance of the permanent way, structures, and 
equipment of the national railways had been provided and that 
the loan of $50,000,000 in the estimates to meet national railway 
expenditures in the present fiscal year was necessary for the 
purposes of the company. 

The report calls attention to the statement by Sir Henry 
Thornton that a plan for the reduction of capitalization is being 
developed, which is expected to be available for consideration 
at the next session, and to his further statement that no further 
heavy outlays for freight and passenger equipment are to be ex. 
pected for some time, 


OCEAN FREIGHT RATE REPORT 


The Traffic World Ottawa Burcay 


The finding of the special committee on ocean freight rates 
and the contract with Sir William Petersen, and the sudden and 
tragic death of the latter, came almost simultaneously the 
afternoon of June 12. Sir William’s death from heart failure 
came within an hour of the reading of the report in Parliament. 
It recommended that the government should not enter into a 
definite contract with Petersen, but should merely give him the 
right to make a trial of his corrugated ships under fair competi- 
tion. He heard the report read, returned to his hotel, and was 
dead within an hour. Just before his death, he discussed the 
finding of the committee with W. T. R. Preston, whose report 
figured so largely in the investigation, and intimated that he 
would make a trial of his ships without a subsidy. 

What the effect of his death will be on the contract is now 
being discussed. In the investigation before the committee, he 
said he was not only prepared to guarantee the performance of 
his contract, but he would guarantee its performance by his 
heirs and executors, if he “should disappear in the meantime.” 
Around Parliament, the general expression is that the government 
has been extricated from an uncomfortable position by his death, 
and the suggestion is that no more will be heard of this contract, 
though the endeavor to obtain lower ocean rates will not be 
halted. Premier King has said that the contract will have to be 
discussed in cabinet council before anything definite can be an- 
nounced, but that the government’s efforts to achieve control of 
freight rates across the Atlantic out of Canadian ports will not 
be relaxed, and the committee’s report will be acted on as soon 
as possible. He pointed out that the committee had found that 
there was need for an investigation of shipping profits in their 
relation to ocean rates. The government would have been will- 
ing to carry out the committee’s suggestion that “Sir William 
Petersen should have an opportunity to demonstrate the econo- 
mies of his ships under conditions which will ensure freedom of 
competition in the obtaining of cargo.” 

The principal recommendations of the report were as 
follows: 


1. That the examination into the books of_ the conference 
lines by the chartered accountant, Mr. Scott, be continued in 
Great Britain and elsewhere, in order to determine whether the 
rates now charged are excessive; to explain discrepancies in op- 
erating costs, to verify the figures submitted, and to prepare an 
accurate representation of the north Atlantic shipping situation, 
the conference lines having declared their willingness to submit 
to such an examination. - 


2. To instruct the auditor to examine the books kept in con- 
nection with the Petersen ships, and to give Sir William’s firm 
an opportunity of substantiating the claims made in respect to 
his ships. 


3. To make tests of the actual performance of those ships in 
the Canadian trade under careful and expert supervision of earn- 
ings, operating costs, managerial expenses, and performance 04 
sea and in port, and to give opportunities of demonstrating t 1€ 
economies of such ships under conditions which will insure free- 
dom of competition in the securing of cargo. 7 

4. To require all members of the North Atlantic or other con- 
ferences trading to Canadian ports to file with the Board of Rail- 
way Commissioners all conference agreements, freight rate sched- 
ules, and such other information as may be desired, and that the 
board be constituted a tribunal for the hearing of complaints and 
the recommendation of maximum rates. ‘Publicity is in. itself a 
strong remedial instrument for the correction of injustices and 
unfairness,” says the report at this stage, “and great transporta- 
tion companies, strenuously competing in respect to service for 
Canadian overseas trade cannot afford to flout Canadian public 
opinion. It cannot be doubted that a great institution, almost na- 
tional in character, such as the Canadian Pacific Railway, should, 
and it is believed would, loyally comply with the recommendations 
of the Board of Railway Commissioners. Such action, couplec 
with similar action by the Canadian Government Merchant Marine, 
would almost inevitably force the other lines trading to Canadian 
ports also to comply, and thus a reasonable, effective measure 07 
control might be looked for with reasonable degree of confidence. | 

5. In order to obtain harmony in the control of shipp!ns 
throughout the British Empire, and that Canadian autonoms ee 
all matters pertaining to shipping within the territorial waters 
of Canada be preserved beyond peradventure, the committee rec- 
ommends that the alleged conflict between the merchants — 
ping act and the British North America act should be the subjec 
of conference between the Canadian and British governments at 
an early date. d Fal ee 

6. It appeared in the course of the committee’s investigation 
that a shipowner desiring to obtain British registry for his .* 
need only present a Lloyds certificate in order to establish the 
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DENVER, COLORADO come 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 









Great Lakes Warehouse Corp. 


HAMMOND, INDIANA 


DISTRIBUTION and WAREHOUSING 


FOR THE GREAT CALUMET. DISTRICT 
250,000 Sq. Ft. — 32-Car Siding — 40-Car Cold Storage Ready April 1, 1925 





SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


Merchandise Storage and Pool Car 

Mest “oe = Distribution a OAPACITY~ Merchandise Storage and Dis reeangey 

CROOKS TERMINAL WAREHOUSES Nprritctiod  Negatiabe War se i: on Seswed. 
CHICAGO, ILL. KANSAS CITY, MO. a, Central Warchousemen me club 2 











PHILADELPHIA, PA. 





Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


[5 LL O7-Ne1®) Trucking — Distributing 


0S. STOCKTON TRANSFER C0. ean Peps OF 


1020 South Canal St., near Taylor St. COMPANY CARLOADS IN MICHIGAN 


Teaming of Every Description—City Delivery Service 


and Carload Distributors 524 Eighth St. DETROIT 





AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company Kedney Warehouse Os 


Bonded Fireproof Warehouse Merchandise Storage and Distribution 
MERCHANDISE : ay 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED Minneapolis—St. Paul Grand Forks, N. D. 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


Members A. W. A.—C. W. C.—Minn. W. A. 













MEMBERS AWA. O.W.A. 
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2IMIN Al 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 


Warehouses in All Parts of the City with R. R. Siding 


TERMI 


SBUILODS BETTE NAL 
MERCANTILE WAREHOUSING AND DISTRIBUTING 


LHENRY cs 


ie co... Henry Coburn Storage & Warehouse Co., Indianapolis 


- ma es ie 
. ~- Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 
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es ‘““Coburn Service for Efficiency’’ 


HORN’S COMMERCIAL WAREHOUSES, tne. 


DETROIT 













GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 
MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
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Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 
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seaworthiness of his vessels, but if he desired to obtain Canadian 
registry the ships must undergo an examination or survey by 
the Canadian government as well as that conducted by Lloyds, or 
some similar institution. The committee recommends that Cana- 
dian regulations should be amended to remove this disadvantage. 

“6. It would appear that co-operative action among shippers 
to retain space would effect a considerable reduction in freight 
rates. This is exemplified in respect to cold storage for butter. 
The conference lines, who charge almost as much to carry butter 
from Montreal to Liverpool as from New Zealand to Liverpool, 
complain that their refrigerator space is made full use of for only 
a comparatively short part of the season, and that were they as- 
sured of adequate demands for space they could substantially cut 
the rates. It would appear that co-operation among shippers who 
could take a large portion of the refrigerator space offered would 
obviate the difficulty in which the lines find themselves, and would 
inure to the benefit of both parties. This solution would appear 
to be open to the produce exporters of this country, were the 
on os gf faith in each other essential to successful co-operation 
present.” 

In particular reference to the Petersen contract, the report, 


after reviewing the evidence, says: 


It would appear wise to obtain further information as to the 
earnings of the conference lines and their cost of operation as 
well as similar data concerning Sir William Petersen’s ships be- 
fore attempting to pass judgment upon the contract referred to 
this committee. 


The report refers to the finding of a special committee of 
two years ago that a conference or combine existed in North 
Atlantic shipping, adding: “and that the conference or combine 
of steamships to fix rates has been amply borne out by the pres- 
ent inquiry.” The companies, the report adds, admitted the 
existence of such a rate-fixing conference, but claimed that the 
conference system was of public advantage and that the rates 
were fair and reasonable. As to whether the rates charged by 
conference lines were higher than they should be, the report ob- 
serves that, on figures submitted by the companies, and taking 
two years’ operation together, “the earnings realized would not 
be submitted to pay an adequate percentage on the capital in- 
vested, together with proper allowances for depreciation.” The 
report adds, however, that the committee’s auditor had to de- 
pend, to the extent of about 95 per cent, on figures submitted to 
him by the lines, without an opportunity of verification, except 
in the case of C. P. R. steamships. 

No reference was made to the question of subsidy, nor was 
the Preston report mentioned in the findings of the committee. 





PARCEL POST REGULATIONS 


Reduction of one-third in the number of parcels received 
annually at the Dead Letter Office, the saving of thousands of 
dollars to the mailing public, and the saving of other thousands 
to the Post Office Department, together with the elimination of 
an immense waste of time, will be effected by the adoption of a 
new regulation promulgated by the Postmaster General, effective 
August 1, 1925, the Post Office Department has announced in 
a statement continuing as follows: 


Under the new regulation the acceptance of a parcel by the 
Post Office carries with it an agreement, whether written or not, 
on the part of the mailer to either pay return postage in the event 
of non-delivery or to renounce all claim to the parcel. In the 
latter event it may be disposed of immediately by the Division of 
Dead Letters, and Dead Parcels. 

Of the 803,000 parcels received at the Dead Letter Office last 
year, fully 50 per cent were insured or ¢c. o. Of the latter 
amount 73 per cent were finally delivered or returned to senders. 

This situation, in the final analysis, means that the Dead 
Letter Office, in the case of practically 300,000 parcels annually, is 
utilized simply as a place of storage while the mailer is endeavor- 
ing to induce a prospective customer to accept a parcel. 

Under this procedure the parcel is sent from the office of 
address to the Dead Letter Office, from where it is later—some- 
times six months later—returned to the sender. This costs, not 
only additional postage between the office of address and the Dead 
Letter Office and also from the Dead Letter Office to the sender, 
but involves a two-cent service charge. The parcel thus describes 
a triangle in transit, two sides of which will be eliminated under 
the new method where the parcel will be returned direct to the 
office of origin or sent as a final step to the Dead Letter Office. 

During its stay at the Dead Letter Office under the present 
system, the mailer may hold the Post Office Department respons- 
ible for loss of his parcel. Under the new system, he must either 
guaranteed its return or abandon it upon non-delivery. 

It will be difficult to estimate what the saving to the mailer 
will amount to, but it undoubtedly will run into many thousands 
of dollars. The saving to the Department will be made through 
the elimination of virtually one-third of the work now being 
performed in Dead Parcel Post Offices, estimated at something like 
$50,000 in salaries alone. An additional saving to the Department 
will result from elimination of indemnity payments for loss or 
Some. the hazard of which is increased through additional 

andling. 

The change should also result in increased efficiency and speed 
in handling parcel post matter. 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


Referring to notice of June 2, printed in the Postal Bulletin of the 
3d, which will appear also in the June Guide, postmasters are in- 
formed that the terminal charge of 2 cents a pound or fraction of a 
pound, effective on the 15th instant, with respect to parcel-post 
packages for certain foreign countries, is not applicable, until further 
notice, to parcels for Colombia and Cuba, 


The above statement refers to a notice published in The 
Traffic World of June 6, p. 1468. 
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The following regulation has been issued by Mr. Henderson; 


Effective at once, the transit rates applicable to parcel-pogt 
a a addressed to Fanning Island will be changed to read as 
ollows: 


RENE oviguiusiesoccaeeceuers $0.16 7 pounds ......... ooo cece 80.88 
ME Savi eeweccestiececeos | ame S POUNGE cciccce eimreloweles - 1.00 
ere gocnee sae 9 pounds .....- Si ureietwie Raeraves 1.12 
© BOUMES cccvdacneescdecectes : a ee ee 1.24 
5 pounds ..... praised bracelletaeielers -64 11 pounds ....-.... peromas 1.36 
6 pounds ...... Wiecwettelelenn were’ -76 


The above modifies the item ‘Fanning Island” appearing on page 
190 of the annual Postal Guide for 1924, and on page 19 of the No. 
vember supplement to the above-mentioned annual guide. 


PUBLICITY OF TERMINAL CHARGES 
The Traffic World Washington Bureay 


Following a period of nearly two years’ negotiation, carriers 
comprising the so-called United States Intercoastal Conference 
and engaged in service between Atlantic and Pacific coast ports 
via the Panama Canal have acceded to the requirement of the 
Shipping Board that, if any terminal charges are absorbed out 
of the rates charged shippers, such absorptions shall be indi- 
cated in tariffs posted and filed for the information of the public, 
the Shipping Board has announced. 

“I have no reason to believe that the carriers in the inter- 
coastal trade have extended preferences in connection with these 
terminal charges,” said Commissioner Frederick I. Thompson, 
“and I would not have the action construed to mean that the 
carriers have in any way practiced discrimination in violation 
of the pertinent provisions of the shipping act. But it was ob- 
vious that publicity as to what the carriers do in regard to these 
terminal charges is as much a necessity for the administration 
of the rate regulatory powers delegated by the Shipping Board 
to my supervision as is the publicity of the rates themselves, 
The purpose of Congress in enacting section 18 of our shipping 
act was to make available to the shipping public reasonably 
definite information regarding rates which interstate water car- 
riers charge for their service, and to insure equal and impartial 
treatment to all. Whether a rate does or does not include the 
cost of a terminal service certainly affects the cost of trans- 
portation which, under the act, a shipper is entitled to know.” 

In compliance with the provisions inserted by the board in 
an agreement between the intercoastal lines which was filed 
with the board in obedience to the shipping act, the carriers 
must now publish, post, and file tariffs showing all terminal 
charges absorbed out of the rates charged. 





ST. LAWRENCE WATERWAY PROJECT 


The Council of States of the Great Lakes-St. Lawrence Tide- 
water Association, a voluntary association of nineteen member 
states associated to assemble and disseminate information in 
regard to the improvement of the St. Lawrence to connect the 
Great Lakes with the ocean, will not make “trades” with advo- 
cates of development of other waterways to gain support for 
the St. Lawrence project in Congress, according to a declaration 
made by the Council of States. This declaration resulted prin- 
cipally from efforts that have been made to have the associa- 
tion urge members of Congress to support othe: waterway proj- 
ects to the end that other members would support the St. Law- 
rence project, although it has always been the policy of the 
association to speak only for the St. Lawrence project. The 
declaration in question follows: 


Constituted an agency of nineteen states by the deliberate acts 
and resolutions of their governors and legislatures, this association, 
its council of states and @fficers, speaks with authority for the mem- 
ber states upon the one concern for which they are thus associated, 
the improvement of the St. Lawrence to provide an outlet from the 
Great Lakes to the sea. 

By the very nature of these explicit acts, we are limited to the 
exercise of the authority so conveyed. We are not permitted to 
speak and we do not undertake to speak for these states upon any 
other matter. 

We do not and we could not pass the merits of any other 
project unless, and in so far as it is put forward in lieu of the 
St. Lawrence improvement. We do not and we could not advocate, 
we do not and we could not oppose any other undertaking. That is 
in the province of the several constituencies and their representatives 
in Congress. 

We do not and we could not put forward or attack any proposi- 
tion reflecting decisions of public policy wholly reserved to the people 
and their representatives. The states speaking through this associa- 
tion have not attempted in any way to abrogate the discretion of 
their representatives nor anticipate the views to which the several 
communities may be committed upon public questions. 

Endowed with this limited authority to speak for these member 
states in this one matter and confined even here to statements of 
facts and not of opinion, we repeat the declaration heretofore made 
and reiterated that this Council of States and its officers disclaims 
any right or power or influence except the sole authorization to as- 
semble and disseminate information in respect to the improvement 
of the St. Lawrence so as to give the west its outlet upon the sea. 


The association, according to its officials, is not opposed to 
the New York State Barge Canal as such, but it is opposed to 
the substitution of that waterway and the development thereof 
into a ship canal for the St. Lawrence project. 


June 20, 
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GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 
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Furniture Manufacturers Warehouse Co. 
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MECHANICAL DIVISION, A. R. A. 


The success of the railroads in handling record breaking 
freight traffic in the last few years has been due to improved 
mechanical facilities and to operating methods put into effect 
since the end of government control, according to R. H. Aishton, 
president of the A. R. A., speaking at the annual meeting of 
the mechanical division of that body at Chicago, June 16, the 
first day of a three days’ meeting. 

He said there was no question as to the adequacy of trans- 
portation service, but that the real question was with regard 
to the economy with which the service could be performed. 
In order to accomplish economic service, the roads, he said, 
were doing everything possible to devise means of performing 
service at lower costs, while, at the same time, safety to the 
employes and to those served might be increased. He contin- 
ued, in part, as follows: 


One of the outstanding conditions which has enabled the 
railroads to improve their operating performance and reduce op- 
erating cost has been the capital invested during the past few 
years in modern up-to-date shops and engine terminals, more 
than $104,682,000 having been invested in the past three years. 
Recently a number of shops have installed with excellent 
results the so-called progressive system of making freight car 
repairs, such as extensively used in the automobile industry. 


Conservation of fuel, through improved methods of opera- 
tion and improved equipment, has resulted in a substantial sav- 
ing in the fuel bill of the railroads, according to Vice-President 
F. H. Hammill, of the Rock Island, who spoke at the second 
day’s session. 

For both passenger and freight service, the amount of coal 
alone used in 1924, he said, was a decrease of 11,900,000 tons, 
or nearly ten per cent compared with 1920. This meant a sav- 
ing'in dollars alone of $180,000,000, or nearly 35 per cent, com- 
pared with 1920, according to Mr. Hammill, although there was 
an increase of nearly five per cent in traffic handled. 

A report in respect to the investigation that has been under 
way by a joint committee on utilization of locomotives, was sub- 
mitted by T. B. Hamilton, vice-president of the Northwest region 
of the Pennsylvania. This report dealt with the progress made 
by the carriers in extending the run of locomotives in order to 
get greater efficiency out of their motive power equipment. Many 
of the roads, particularly the Southern Pacific, the Santa Fe, 
the Union Pacific, Pennsylvania and New York Central, have 
been increasing the length of runs of their locomotives on 
through trains with the result that costs of operation and main- 
tenance have been reduced, while substantial savings in fuel 
have also been brought about. 

As a result of a report submitted by L. K. Sillcox, general 
superintendent of motive power of the Chicago, Milwaukee & 
St. Paul Railroad and chairman of the committee on electric 
rolling stock of the mechanical division, it was shown that the 
development of the electric locomotive had resulted in a stimu- 
lation in the development of the steam locomotive. 


One result of this stimulation in the development of the 
steam locomotive has been the steps taken by various roads to 
increase the length of haul of such locomotives, while substan- 
tial progress has been made in increasing the horsepower Ca- 
pacity of steam locomotives, while at the same time reducing 
the fuel consumption. 


The convention was told of the development of freight cars, 
particularly with a view to bringing about greater standardiza- 
tion. One particular development has been in the more exten- 
sive use of tank cars; these are now being used for carrying 
in bulk various liquids that were once transported in containers. 
The new method reduces the cost of transportation to shippers. 

In an effort to bring about a greater degree of public safety 
and a reduction in loss and damage claims due to freight ship- 
ments roughly buffeted in transit, the mechanical division ap- 
proved an appropriation of $50,000 for conducting tests of draft 
gears on cars, at the closing of its annual session, June 18. 
This will be the first time any concerted effort has been made 
by the railroads to make a thorough and complete study of this 
subject, although the committee on couplers and draft gear of 
the mechanical division has been considering the general subject 
for a number of years. 

The mechanical division also announced plans for a com- 
prehensive study to be conducted in an effort to obtain further 
protection against the danger of locomotive and car wheels 
cracking when in motion. While the number of accidents due 
to this cause has greatly decreased in recent years as a result 
of the co-operation of manufacturers and the mechanical division, 
in making a study of the subject and revising the specifications, 
the mechanical division feels that, by making further tests, with 
a view to possibly increasing the requirements of the specifica- 
tions, particularly in regard to thermal tests, still greater safety 
to the public can be obtained. 

J. T. Wallis, of Philadelphia, chief of motive power of the 
Pennsylvania Railroad, was elected chairman of the mechanical 
division to succeed J. J. Tatum of Baltimore, Md., general super- 
intendent of the car department of the Baltimore & Ohio Rail- 


‘ K. Sillcox of Chicago, general superintendent of motive 
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power of the Chicago, Milwaukee & St. Paul Railroad, was 
elected vice-chairman, succeeding Mr. Wallis. 


MOTOR BUS MEN ORGANIZE 


The National Bus Operators’ Association was organized by 
about 200 passenger motor vehicle men, representing 21 states 
at a conference at Chicago, June 17 and 18. The two days were 
spent in considering the form and details of organization ang 
particularly the question of affiliation with the American Auto. 
mobile Association. This last question split the conference for 
some time, but it was finally voted to organize independently 
and to leave to the board of directors and the executive com. 
mittee the question of affiliation. 

The newly formed association adopted resolutions favoring 
localized regulation—that is, most of the regulation being done 
by either a state body or some part of a national body acquainted 
with local conditions, with the power of granting certificates of 
necessity and convenience in the Interstate Commerce Commis. 
sion. Another resolution was adopted seeking the removal of 
excise taxes on all motor vehicles. 

The resolution with regard to regulation is as follows: 


Resolved that: ’ 

Congress should enact legislation giving the Interstate Com- 
merce Commission the power to grant or refuse certificates of 
public convenience and necessity to motor carriers engaged in 
interstate commerce. In view of the fact that the Interstate 
Commerce Commission is now over burdened with work and 
because of the fact that States through which such motor vehicle 
lines operate are primarily interested in such operations, the 
authority of the Interstate Commerce Commission should be lim- 
ited to the granting or refusal of certificates. 

Certificates shall be granted as a matter of form in all cases 
in which the application for a certificate is accompanied by 
certificates from the State Public Utilities Commissions of the 
various States through which the motor vehicle line is to operate, 
certifying that such lines will serve the public convenience and 
necessity. (The term State Public Utilities Commission compre- 
hends State authorities regulating public utilities regardless of 
by what name called. In States where there is no public utility 
regulation of motor vehicle common carriers the State Highway 
Commissioner may issue such certificate.) 

In cases where such certificates from State Public Utility 
Commissions cannot be obtained by the applicant, the Interstate 
Commerce Commissions shall grant a hearing on the application 
for a certificate in order to determine whether such operation isa 
matter of public convenience and necessity. In determining that 
fact the Commission shall take into consideration existing motor 
transportation facilities. In all other questions involving cer- 
tificates the Interstate Commerce Commission shall act as an ar- 
biter in determining differences of opinion between the Public 
Utilities Commissions of the States through which such lines 
operate. All other regulation of operation of interstate motor 
vehicle common carriers shall be exercised by the State Public 


Utilities Commissions of the States in which the operation is 
carried on. 


W. J, 


‘ 






oblige 





The association elected these officers: President, Ralph W. 
Sanborn, Cleveland; vice-president, William T. Crawford, Port- 
land, Ore., and treasurer, Robert L. May, Washington, D. C. 
The executive committee elected is R. M. Sparks, Boston; S. J. 
McMains, Leechburg, Pa.; Samuel Markel, Richmond, Va; 
George P. McCallum, Detroit; Ward Faulkner, Muskogee, Okla; 
and Herbert Morgan, Oakland, Calif. 


MILWAUKEE INVESTIGATION 


The Trafic World Washington Bureos 


The Commission has assembled a considerable volume of 
ex parte declarations concerning the management and history of 
the Chicago, Milwaukee & St. Paul which will be used as a four 
dation for a plan of inquiry into the affairs of that company 
under the terms of the formal docket case instituted by it 4 
little more than a month ago. Commissioner Cox has beet 
assigned to the supervision of the inquiry. However, the pre 
liminary consideration of the matters that have been placed 
before the Commission has not proceeded far enough to warratt 
even a guess as to when hearings will be begun in that matter. 

Officials of the Commissidn ridiculed reports that the inves 
tigation would be dropped or delayed and that the docket 
the proceeding was missing. Officials produced the docket Li 
when their attention was called to a report published in a NeW 
York newspaper that it was missing. The docket contains, 4 T: 
this time, the formal order instituting the investigation, notices 
to affected parties, their acknowledgements of such notices, 
and letters from Milwaukee stockholders asking to be informed 
about the proceedings. Some of the stockholders charged, 
their letters, that the receivership was forced by banking 
interests. 

Commission Cox said that if there were foundation for som 
of the allegations that have been made the hearings would be 
interesting, but he said the Commission had no way of knowilé, | 
in advance of the taking of testimony, what importance, °% 
attach to the allegations. He said that the Commission surely 
would not enter the inquiry by a disclosure of the allegations 
in advance nor go about its work in the wake of a brass band. 

Reports have been published in the last week or s0, in New 
York, that the hearing in the investigation would be begu at 
Atlantic City, July 1. Commissioner Cox said that there 
been no decision as to the time for beginning the taking ° 
testimony. 
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READY NOW 


Hartman’s Eastern Freight Rates 
CLASS RATES 


FROM 


NEW YORK CINCINNATI CHICAGO 
BOSTON CLEVELAND MILWAUKEE 
BALTIMORE ST. LOUIS PITTSBURGH 
PHILADELPHIA DETROIT 
To Stations of Destination in Official and Southern 
Classification Territories 


Issued in Loose Leaf Form with a _ meaeteation of Revised Pages 
at Monthly Intervals 











THIS BOOK WILL BE SENT ON APPROVAL 


W. J. HARTMAN, Publisher 


41 Park Row, NEW YORK 732 Federal Street, CHICAGO 













Attach to Your Letter Head and Return 


W. J. HARTMAN, PUBLISHER 
732 Federal St., Chicago 


Send Hartman’s Eastern Freight Rates on 30 Days trial. Our only 
obligation is the return of the issue if it is not satisfactory. 
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. CARIBBEAN 


ULF LIN 
DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 
NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


~™ELee leoned from Gail Ports to Hawaii, Australis, New 
Dutch Indies, fer Transshipment at San 
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Rice, West Central America, Seuth America, Europe. 













Rates quoted, bookings and other information furnished upon application 
THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


18 Moore St. 
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VISUALIZED 
DEMURRAGE 


Old and current demurrage claims set- 
tled promptly. 











Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 





Our basically patented system shows the 

true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and _ switching 
delays. 













Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 





Our charges are based on the amount of 
the claims in dispute and then we cliarge 
a commission on the amount collected or 
adjusted. 





We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 











THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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The Baltimore & Ohio has joined with other eastern trunk 
lines in opposing the application of the New York, Pittsburgh 
& Chicago Railroad Company for authority to build a line of 
railroad from Allegheny City to Easton, Pa. It has informed 
the Commission that it is of the opinion that there is no neces- 
sity for the construction of the proposed line and that such 
business as it might handle would of necessity be withdrawn 
from existing lines of railroad in Trunk Line territory which 
have been developed through a long term of years to take care 
of the transportation needs of the territory. 

“The respondent believes,” the B. & O. continued, “that the 
line as generally indicated can only be built at excessive cost, 
and while it is possible the construction of such a line would 
be justified if there were no other lines already existing within 
the territory, it is not believed that its construction would be 
economically practicable or desirable under present conditions. 
The existing trunk lines can handle effectively and with reason- 
able economy a traffic considerably in excess of the largest ton- 
nage heretofore moved within the territory, and additional facil- 
ities when needed can be more cheaply secured by the improve- 
ment and more extended use of such lines. Greatly enlarged 
capacity can also be realized through the development, with 
little additional expenditure, of the suggested through route via 
Williamsport, Clearfield, Du Bois, Butler, etc., with relatively 
low grades, and with the advantage that the through business 
so moving would be kept out of Pittsburgh, while the proposed 
line would intensify the transportation problems in that con- 
gested area.” 

Giving the property investment of the Trunk Line carriers 
as approximately $5,632,343,593, and saying that if the estimated 
cost of the proposed line, $273,000,000, were added thereto, there 
would be a total property investment of $5,905,343,593, the B. 
& O. figured that in 1924, when the rate of return on property 
investment of the Trunk Line carriers was 4.69 per cent, the 
rate of return would have been only 4.47 per cent on the prop- 
erty investment as indicated. 

“If and when the construction of such a super-line is re- 
quired or justified, it should be undertaken by and in the joint 
interest of the existing carriers which, through a series of years, 
have developed the country to be served, and not by a new 
aggregation of capital which would simply compete for the busi- 
ness already developed,” the B. & O. concluded. 





CONSTRUCTON OF NEW LINES 


The Mississippi & Schoona Valley Railroad Company has 
applied to the Commission for authority to construct and oper- 
ate a line of railroad from Bryant, Miss., on the line of the 
Illinois Central, in a general northeasterly direction to a point 
in Calhoun county, Mississippi, to be known as Bruce, a distance 
of approximately 22 miles. The applicant said the Schoona River 
Valley was entirely undeveloped, contained no railroads nor im- 
proved highways, and that the proposed railroad was needed 
for the purpose of handling timber and timber products, min- 
erals and agricultural products, and for building up towns and 
industries in the valley. 

The Kansas City Southern has been authorized to construct 
an extension of its line of railroad in Wyandotte county, Kans., 
such extension to consist of (1) a main track beginning at a 
point 280 feet northwesterly from the north end of the Kansas 
City Northwestern railroad bridge and extending thence north- 
easterly about 2,850 feet to a point in the center line of the 
Union Pacific’s main track, and (2) a connecting track begin- 
hing at a point about 615 feet southwesterly along the center 
line of the proposed main track from the right of way of the 
Kansas & Missouri Railway & Terminal Co., and extending 
thence northwesterly on a curve about 628 feet to a point on 
the terminal company’s southern right of way line about 230 
feet from the center line of the proposed main track, the ex- 
tension to have a total of .65 mile of track. 


RAILROAD ELECTRIFICATION. 


Speaking on the subject, “Electrification of Transportation,” 
before the National Electric Light Association at San Francisco, 
June 19, Paul S. Clapp, of the Department of Commerce, out- 
lined the advantages of railroad electrification as well as the 
practical difficulties under which the railroads would eventually 
transfer their motive power from steam to electricity. He said 
that, first of all, the ultimate decisions for electrification rested 
with the railway managements. Co-operation between the rail- 
roads and the electric light and power industry, the electric 
manufacturers, the engineering profession and the public, he 
stated, were essentials to the transfer. 

An increase of 15 per cent in the population of the country 
in the last ten years had been accompanied by an increase of 
34 per cent in freight movement, he said, adding that the variety 
of goods to be transported had grown, the average haul was 
longer, the travel habit of our people was increasing, and con- 


THE TRAFFIC WORLD 





Vol. XXXV, No, 95 


gestion at railroad terminals was becoming more acute. All of 
these changes were making heavier and heavier demands 9) 
transportation, he said, and at the preesnt rate “we must jp. 
crease our transportation facilities another 35 per Cent in the 
next ten years.” The railroads, Mr. Clapp said, had applieg 
themselves unceasingly to enlargement of their facilities to kee 
ahead of these mounting demands. He said that in the lag 
three years they had handled 14 per cent more freight at po 
great increase in gross operating expense; the average decrease 
in rates had been more than 5 per cent; the hours of workers 
had diminished, while wages had increased slightly; locomotive 
performance had become more efficient, yet there appeared to be 
definite limitation on the size of the boiler and fire box. Mr 
Clapp believed that ultimately the relatively small power unit, 
the steam locomotive, would ge unable to compete with the 
large, carefully operated electric motive power of the electrica] 
industry. The railroads, he showed, representing an investment 
of over 21 billion dollars, paying as much as 40 per cent of all 
of the tax income in some of the states, supporting more than 
8,000,000 persons through its 1% million employes, must be con. 
vinced of the advantages of electrification by the soundest pos. 
sible reasons and complete assurances of future efficiency and 
financing by the electrical industry. 

He pointed out many advantages of electrical power other 
than its power alone, especially the elimination of coal hauling 
for railroad operation and the removal of smoke and dirt in 
terminals. 

The railroad executives, Mr. Clapp said, were studying all 
angles of electrification because they understood the necessity 
of weighing carefully all the considerations involved in the ap. 
plication of electric power to transportation. He said it was 


necessary for them to displace present investments in steam } 


engines; they must teach their operators to use electricity in 
place of steam ,and the transfer would require great outlays of 
capital. Before the electrical industry, therefore, could secure 
electrification of railways, it must show clearly to railroad man- 
agements that it offered more efficient service and a constant 
supply of power. available at all points. Along with this achieve. 
ment the public must be educated to an understanding of elec- 
trification before it would give its unqualified support to the 
movement, he added, 


Continuing, he said, in part: 


The movement of electrification will be hastened by action in 
at least two major directions. First, the further development of 
interconnected central station systems, as a source of power supply; 
second, by the adoption of certain standards which will enable us to 
develop a unified transportation system and simplify the equipment. 

Interconnected systems can rightfully be considered as more 
than a substitute for electric power plants which the railroads 
would otherwise be required to build. They are themselves an im- 
pelling reason for electrification. No means has yet been devised 
by man for more complete utilization of matural resources, fuel 
and water, then these interconnected systems. The huge central sta- 
tions made up of large efficient units operated under closest and con- 
stant supervision burn coal with maximum results. No more efficient 
units of such size for conversion of fuel into energy have ever been 
built. They are able to accumulate large fuel reserves at advan- 
tageous times. They can use lower grades of fuel than are possible 
in locomotives. Such plants can be advantageously located for coal 
and water supply. Through interconnection, large water powers can 
be developed, and more widely distributed. Secondary water power 
which arises from seasonal flow of streams is utilized in larger quan- 
tities. There is thus created a pool of power fed by a number of 
power plants, steam and hydro, operated to secure maximum results 
from each but all available to the whole system. Hence, there results 
a reduction in amount of reserve equipment and capital required. 

, Better operating conditions and further reductions in cost are 
gained by the larger average load carried by such a system. This is 
due to the pooling of the daily and seasonal load variation and the 
inclusion of a widely diverse load drawn from a large area. 


All of this results in more economical production and distribution 
of power. It insures the continued presence of a reliable and ade- 
quate power supply, such as is absolutely essential for electrifica- 
tion, and makes this power available at whatever points it may 
be needed. It enables us to effectively apply water power to trans- 
portation. Security of power supply against interruption is safe- 
guarded, since the source of energy is not limited to a single station. 
Fluctuations in power demand with variations in traffic are more 
readily absorbed. Additional power required for increase in traffic 


or extensions will be available, without new investment of capital 
by the railroads. 


Mr. Clapp showed, by figures, the great fuel economy already 
accomplished by the power plants and showed how much greater 
an advantage this economy would be in the event of increasing 
coal prices. He pointed out that the concentration of fuel, at 4 
few central points, would greatly simplify the present tangle of 


coal transportation over coal railroad systems. Continuing, he 
said: 


The gradual completion of these interconnected systems is a de- 
cided step toward electrification. In them, the framework is bein8 
laid. Thus, the electric light and power industry take their place 
and share with the railroads in the task of electrifying transporta 
tion. At once, There appears the responsibility which devolves = 
the electric industry to act concertedly in this development of grea, 
coordinated systems, so that there- will be provided reservoirs 
energy upon which nation-wide electrification transportation = 
be safely based. The rails of a railroad to be electrified may Peat 
through the operating territory of different electrical companies, 0 
the practical application of electrification will be greatly facilit® 


if the power supply may be treated as if furnished by a single 
company. 
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of Water Rates 
Coming or Going 


The Houston Oil Terminal Company 
with its practically unlimited OIL 
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OVERCHARGE CLAIM PRACTICE 


The Trafic World Washington Bureau 


The Commission, by means of practically identical letters to 
shippers who attempt to file overcharge claims with it, is under- 
taking to restore the practice that prevailed in respect of such 
claims prior to the period of federal control. It was not then 
necessary, so the Commission ruled, to file such claims with it 
in the first instance. Section 16, of the interstate commerce 
law, as amended June 7, 1924, specifically makes the filing with 
the carrier, in the first instance, serve as an invocation of the 
statute of limitations. It is only after the carrier has definitely 
rejected an overcharge claim that filing with the Commission 
to further stay the operation of the statute of limitations is 
necessary. 

In the period of federal control the Director-General ruled 
that he would not consider overcharge claims unless filed with 
the Commission. The decision of the Supreme Court of the 
United States in the Wolf case made such filing obligatory. The 
amendment of June 7, 1924, again made such filing with the 
Commission, in the first instance, unnecessary. 

Inasmuch as first instance filing with the Commission is not 
necessary, the Commission is returning such claims to the ship- 
pers with a letter of advice, reading as follows: 


You are advised that it is no longer necessary to file overcharge 
claims with this Commission in the first instance. The amendment 
of June 7, 1924, to Section 16 of the Interstate Commerce Act pro- 
vides that such claims may be filed directly with the carrier within 
three years from the date of delivery or tender of delivery of the 
shipments involved. Such filing with the carrier stays the running 
of the statute of limitations and it is not necessary to file them with 
this Commission unless, and until the carrier declines in writing 
to make adjustment. In that event, the complainant has six months 
from the date notice in writing is given .by the carrier of the dis- 
allowance of the claim within which to file a complaint with this 
Commission. 


The pertinent parts of paragraph (3) of section 16 is as 
follows: 

(3) (a) All actions at law by carriers subject to this act for the 
recovery of their charges, or any part thereof, shall be begun within 
three years from the time the cause of action accrues, and not after. 

(c) For recovery of overcharges action at law shall be begun or 
complaint filed with the Commission against carriers subject to 
this act within three years from the time the cause of action accrues, 
and not after, subject to subdivision (d), except that if claim for 
the overcharge has been presented in writing to the carrier within 
the three-year period of limitation said period shall be extended to 
include six months from the time notice in writing is given by the 
carrier to the claimant of disallowance of the claim, or any part 
or parts thereof, specified in the notice. 


As the section is being enforced by the Commission, it means 
that if the claimant files claim with the carrier within the period 
mentioned, the claim remains alive until such time as the car- 
rier rejects it and for six months thereafter; that is, within the 
six months the claimant has the right to file his claim with the 
Commission and thereby stop the running of the statute while 
further efforts are being made for collection of the money. If, 
within six months of rejection by the carrier the claimant does 
nothing, the claim is dead. 


LUMBER SHIPMENTS 


Reports from 352 of the principal softwoed mills of the 
country to the National Lumber Manufacturers’ Association for 
the week ending June 13, as compared with the week before, in- 
dicate a reduction in production, shipments, and new business, 
with 19 fewer mills reporting last week than for the week earlier. 
As compared with the same week a year ago, all three factors 
show heavy increases, particularly in new business. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Week 


, Past Week Week 1924 1925 (Revised) 
eh arala wing Welak® Gaales wiekaras 352 369 371 
EE, Sa Sncieccegseewster 246,138,072 231,442,358 251,399,763 
rn ror 240,764,521 209,858,822 245,492,093 
Orders (new business)...... 236,867,508 196,192,014 252,578,238 


The following revised figures compare the lumber movement 
for the first twenty-fouf weeks of 1925 with the same period of 
1924: 


. Production Shipments Orders 
Seer errr 5,711,263,649 5,562,905,641 
eee 5,690,418,506 5,322,075,837 

3986 IMCTOEASE .....0000. 31,681,064 20,845,143 240,829,804 





COAL PRODUCTION AND SHIPMENT 


The Geological Survey in its current coal production report 
estimated the production of bituminous coal in the week ended 
June 6, at 8,385,000 net tons. The estimated anthracite produc- 
tion for the same week was 1,674,000 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
totaled 386,337 net tons the week ended June 6, of which 155,460 
tons were New England cargo coal. 

Bituminous coal dumped into vessels at Lake Erie ports 
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the week ended June 7 totaled 737,728 net tons, of which 694,271 
net tons were cargo coal. Anthracite shipped from Lake Erie 
ports totaled 94,543 net tons. 


FRUIT AND VEGETABLE SHIPMENTS 


Combined shipments of 25 leading fruit and vegetable prod. 
ucts totaled 16,115 cars the week ended June 13, as compared 
with 16,553 cars (revised) the preceding week, according to the 
Bureau of Agricultural Economics of the Department of Agri- 
culture. The shipments declined slightly, the Bureau said, on 
account of a 50 per cent cut in the movement of old potatoes 
and the rapid closing of the strawberry season. Shipmenis of 
California deciduous fruits were becoming active, the Bureay 
said. In the corresponding period of 1924 shipments totaled 
19,830 cars. 

Shipments the week ended June 30, were reported as fol- 
lows: Apples, 135 cars; cabbage, 339 cars; asparagus, 60 cars: 
cantaloupes, 3,174 cars; celery, 78 cars; cherries, 248 cars: 
cucumbers, 493 cars; eggplant, 11 cars; grapefruit, 91 cars; 
lemons, 582 cars; lettuce, 212 cars; mixed citrus fruits, 64 cars; 
mixed decidous fruits, 183 cars; mixed vegetables, 654 cars; 
onions, 76 cars; oranges, 832 cars; peaches, 383 cars; peppers, 
79 cars; plums and prunes, 302 cars; strawberries, 157 cars: 
string beans, 346 cars; sweet potatoes, 5 cars; tomatoes, 1,735 
cars; watermelons, 1,562 cars; potatoes (1925 crop), 3,405 cars; 
potatoes (1924 crop), 909 cars. 


THOMPSON TO GO ABROAD 


In view of the expected discussion at the meeting of the 
International Chamber of Commerce at Brussels with respect to 
certain resolutions dealing with flag discrimination, the Shipping 
Board has delegated Commissioner Frederick I. Thompson to at- 
tend so that the position of the agency of government dealing 
with the shipping problem and ‘the board’s position thereon 
would be presented to the committee. Commissioner Thompson 
goes as the alternate to Vice-Chairman Plummer, who as the 
chairman of the legislative committee of the board was first 
designated to go, but who was unable to attend. The board 
fears that an effort may be made at the conference to take 
action in favor of repeal of the coastwise laws of the United 
now preventing foreign ships from engaging in the coastwise 
rade, 


MUST GIVE UP ONE JOB 


Harry Watson, an employe of the government-owned Alaska 
Railroad, will either have to resign as a representative in the 
Alaskan territorial legislature or have his name stricken from 
the rolls as a government employe. This decision was made 
by Secretary Work of the Interior Department when Watson’s 
dual employment was called to his attention and a ruling was 
requested from him on the question. The secretary’s decision 
was based on an executive order issued by the President 
on January 17, 1873, providing that persons holding any fed- 
eral civil office by appointment will be expected not to accept 
or hold any office under any state, territorial government, or any 
municipal government. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on June 1 totaled 195,986, or 
8.4 per cent of the number on line, according to the car service 
division of the American Railway Association. This was an 
increase of 2,951 over the number reported on May 15, at which 
time there were 193,035, or 8.3 per cent. Freight cars in need 
of heavy repair on June 1 totaled 146,998, or 6.3 per cent, an 
increase of 457 compared with May 1!,. Freight cars in need of 
light repair totaled 48,988, or 2.1 per cent, an increase of 2,494 
compared with May 15. 

Class I railroads on June 1 had 10,902 locomotives in need 
of repair, 17 per cent of the number on line. This was a de 
crease of 487 under the number in need of repair on May 15, 
at which time there were 11,389, or 17.8 per cent. It was, how- 
ever, an increase of 27 compared with the number on June 1 
last year, at which time there were 10,875, or 16.9 per cent. 
Of the total number, 5,916, or 9.2 per cent, were in need of 
classified repairs, a decrease compared with May 15 this year of 
461, while 4,986, or 7.8 per cent, were in need of running repairs, 
a decrease of 26 within the same period. Serviceable locomo- 
tives in storage on June 1 totaled 6,618, a decrease of 62 com- 
pared with the number of such locomotives on May 15. 


MODIFIED PROCEDURE DOCKET 


Suggestion has been made that No. 17072, American Hat- 
ters and Furriers Co., Inc., vs. Central New England Railway 
Co., be placed upon the modified procedure docket. The sug- 
gestion has been made to the ten attorneys involved in the case. 

At the request of the defendant in docket No. 17043, South- 
ern Cotton Oil Company vs. A. C. L. R. R. Co., it has been de- 
cided to withdraw that case from the modified procedure docket. 
It will be set for hearing in regular course. 


June 20,-1 
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Manager General Storage Department 
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Direct connection with New York, New Haven Direct connection bal Boston & Albany 
rtford Railroad. 
Capacity, 2,000,000 cubic feet. Capacity, 1,430,000 cubie feet. 


OUR FACILITIES ARE UNEXCELLED 
Wharfage and Dockage 
Free and Bonded Stores 
A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 
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FREIGHT COMMODITY STATISTICS 


The Commission has issued the first of a series of publica- railroads, as a whole, for 1924, 1923, 1922, 1921 and 1920, anq by 
tions on freight commodity statistics, prepared by the Bureau of individual roads for the year 1924. 
Statistics and containing 137 pages. This publication covers The statistics for 1924, by commodities, for the Uniteg 
tons of freight originated and tons of freight carried by Class I States as a whole, follow: 


. 












(Tonnage given in tons of 2,000 lbs.) 
UNITED STATES* 















































Revenue Freight Originated Revenue Freight Carried 
7 ‘ . Per cent 
; Commodity Average of total 
Products of Agriculture Carloads Tons carloads Carloads Tons tonnage 
I a ora god ra ara are awe ota WL ied WR MSR O GR RL OLe oes OCR alae Nadie ease 673,008 27,442,211 40.78 1,052,241 42,787,248 1.97 
A aN Jace SLL os gras dlc ich ook bi SIGIat HD wCaTOTR rm roc AGL OIMT aT ore 396,121 14,883,151 37.57 665,745 24,383,866 112 
I a ictal a ea Sana Gre, Gi cilg- Sa gradi outa @s bn ama A eee ese Che lr a eee ern one 269,933 8,507,279 31.52 526,153 16,268,383 15 
ETRE ee ee rn ee Te ee ee ee 161,422 5,615,571 34.79 295,848 10,056,037 46 
I CT has ca ser esti Sra nd av a Raren OTE TH edie ce es olelnee OU Nelets 423,822 10,329,668 24.37 996,604 24,800,684 1.14 
GERGE Wie WHOS oeei6k o Fe we cc ee cle ces cecsccvcrcceercceseesoeeteeceees 468,656 10,083,093 21.51 1,036,963 22,553,679 1.04 
TEAS, GEVEW, CG BING oon oki vibe cree cc eccccecscc ee seeder eetieeceneees 465,976 5,802,408 12.45 889,223 11,184,128 52 
I ea a a as Nana A Gide Wie ice 618 9 0/eWern(eg CO ol Cid Sloe ee aare Ube 100,255 1,069,435 10.67 167,000 1,834,789 .09 
CE caedhs cb ocdiemetwnes eeulewotine eas Pee eee eee eee ree 289,706 3,260,490 11.25 644,139 7,879,190 .36 
Cotton seed Ghd products, GRCEPt Olle cc cc cicccccscvecccccscsscccvees 198,694 4,611,989 93.21 307,778 7,136,089 33 
ate a Lica Te aia hear T ws ailpdteridr @ EW Tere h GNOME Wal GlS He ww eee Owlees < 105,544 1,650,102 15.63 462,550 7,379,994 .34 
eee IR 1. slg Sha ciantacaretat we.) exqrev vas Wille <a elaie wie a mails Sv Rreikw &aiel ere /S.ona-bw « 379,053 5,114,651 13.49 1,246,954 16,969,359 4 
ate eae Tad caves eue ew eA eee Ne Ua na ee ee ne neko Wei 255,582 4,589,564 17.96 679,396 12,393,755 57 
Cther MWOsh WERGIMDISS 26> cccccccccceced icc vevah cies atin ac 6re er gce ee eaie ior ex! aren eater rk 214,253 2,665,221 12.44 661,990 8,252,584 .38 
OE OOS EE EEE Ee Car er et 58,418 1,438,138 24.62 132,390 3,304,968 15 
Geer PICHUES Of AMPICUILUTS..0.4 6.0. ccccc ccs ccesisccccesecccccesesiencsees 314,278 9,516,281 30.28 503,506 13,675,373 .63 
I ha a ceca Preah aang, 0g) ta al wk ecco Seo oar SC SIGIR WIS ereas a Ae ae 4,774,721 116,579,252 24.42 10,268,480 230,860,126 10.63 











Animals and Products 
Ia a oa ar weep bs 01a OL aE STAT WE RULE AO A Shale UOTE COM 46,411 531,297 11.45 76,624 884,130 04 
IE, No. acs gs ch cs Qi ie’ a ie 9 Biwi OS tae Wei owe a anaieaie a nial o's bdo. eld- wie 807,222 9,316,392 11.54 1,151,543 13,261,943 61 
A II oa) ods a ret, tiaras sir ace, v's ob! Role ever nro eseralel iene WiarR wb Eioles esl oreee weer 125,457 1,215,262 9.69 203,230 2,011,425 .09 
I aah ar AL A rachael ole wreck Gira @ees aria HOGI she SRA AL OL W vim 6's) dy OCOIN: Rig inle at Wel 91a SIRES GOON 705,788 6,706,725 9.50 913,100 8,902,734 41 
ER ON Ee et EE PO ee IC Ee ee TT 237,979 3,000,581 12.61 559,748 6,963,192 .32 
a NEN IERIE NINUNIUNOEDD so. 5. 0:0: 0.0 o er gieis nines oie wie. Kier seisieeinoiace tiers eae 147,771 2,395,077 16.21 327,282 5,341,905 24 
NN a erac as beth est b are apaier diet oc oresc ace diese Kile oodles Sisto AME Word Heinle e aie eee ees 33,903 376,048 11.09 123,087 1,326,769 .06 
WSSS once Pe seiaiarid id wher aen, Grdtaerera en eb aad Mala oO neo ae AU EN Name aes 50,967 572,032 11.22 132,543 1,498,693 07 
rs IE GROIN G5 Gilg a Stan osgical rove: oa Sale el eigim eres Wale Dieta vata ow eles S1ere ers 51,899 648,439 12.49 130,767 1,651,938 .08 
NN ait aia aig: aasasgl dia od diel @ 6 Palaceree DoH oreie-nedimer edie Or elase. eee Dele ee ae Ae Were wires 23,454 293,830 12.53 68,516 863,235 04 
EOE OLE LEON OE OLE PTET RTE LIE CO Te ; 49,981 1,025,119 20.51 121,591 2,567,569 12 
ey TE UE NONI 5g) oo co-ed: a. csmve die niparasiginwew's ee waleieeleeeaweae 75,457 1,668,306 22.11 152,902 3,250,096 15 
arg ta errc g- by kG! aN acy Ala orp Stes oy a 0) Oi ee cI ws Silene nsolo ciara aD here Maren eetae 2,356,289 27,749,108 11.78 3,960,933 48,523,629 2.23 
Products of Mines 
Anthracite coal 1,555,583 76,313,383 49.06 2,532,142 123,441,931 5.68 
Bituminous coal 6,208,404 321,081,412 51.72 11,945,060 617,760,916 28.45 
ge as Ci serene ag tee es Ac eriabbor isl WC sat an OER RCNMRAISLO ah eva OoaENSI Re meGteIe wae ere 519,805 18,023,136 34.67 854,201 29,568,621 1.36 
ae I Tal i ade bral oi SEA SRA ANRAUE RIMAGE OKA ana eo RCTS 1,044,490 55,851,411 53.47 1,611,676 91,918,521 4.23 
a EOI gas: o/s oc. 6 dvs Bi 6 e'a w SiGyquoV é-wtibs Grav AVECNOIOIE'e OR Gle STEEN 203,345 10,503,974 51.66 399,481 20,100,896 92 
eR SR EE 6x :6761 a: dco eu wre iereld a0 6.0 Chee e8 see ee Meese ee eaeeele 18,543 889,514 47.97 61,937 2,843,620 18 
Clas, MVAVGl, SANG AUG BUONO. oo.oc.o2 cic ccc ccccccscceccrdcccnvecceeeiaeccsee 2,746,878 136,667,826 49.75 3,863,539 188,266,860 8.67 
IN CIN NTNNND 5 creo aieics asso 6: dln ora 'e/ «aurea anu; oi sipnnwisvaneieie: Grwieineiaiesereie. oie es lorqnavela's 234,985 8,411,660 35.80 456,967 16,264,658 15 
NINE. | o.Siv: dee Wsiecis Vinee dc Caw nates ei ceeis Jvneticiclaie baie moeeeaeiiaercacqeres 73,433 2,517,482 34.28 165,781 5,740,129 26 
Na ae a et ia DY ai are ak Gk Wor ao owl WCU ap O/O WN! Ol diW Uo Pee eee tao otae 124,985 3,303,028 26.43 327,957 8,589,114 40 
CURES ROCIO OL TOR a oo onsen nis cote cece ce cccdiesinieccemedieineeesieemsgewe 114,911 4,956,693 43.14 245,544 10,167,679 AT 
MUD oabannecouss aan ed ose Gale ACO ree tc eM alaie es aaee 12,845,362 638,519,519 49.71 22,463,785 1,114,662,945 51.33 













































Products of Forests 
Teas, HOSts, HOTSS GNA COTA WOR. «oon noice wicccciiwsccneseseseseicwsceies 1,495,672 45,553,326 30.46 1,765,106 52,883,802 2.43 
pe Wes ae arene gril tcerte oe ate aver cH aed ee @: WRIGS WST eI WS: wide Riatoie) aietac eet ica ale eer ere 185,230 5,508,079 29.74 317,854 9,529,683 44 
OO TC ee pec e cee sccecsccsecscceeees 181,969 5,603,119 30.79 338,203 9,967,703 46 
Lumber, timber, box shooks, staves and headings................0e000- 1,848,168 48,604,974 26.30 5,080,473 131,553,600 6.06 
Gere ICO Ol TRINON crise ec cutencnnvcsqesesnnosecenscs ee stesieeece 135,580 2,820,150 20.80 256,833 5,428,321 .25 
Neca gates dh alee ona gr ali wh Web nc) os Waa ew gt Wa Owl alwlia eee eR are oe 3,846,619 108,089,648 28.10 7,758,469 209,363,109 9.64 
Manufactures and Miscellaneous 
Refined petroleum and its products.........ccscccsccvecccccccccvccece 1,463,893 41,297,561 28.21 3,043,022 85,356,429 3.93 
I ON oa ated clea arg ekes Tarai esis esol revel of cir eie cinta Melua o Seeing c.aietn o's, wales 41,897 1,148,456 27.41 101,626 2,779,766 13 
SRE, SINE, BICONO ENG WIGIKESER . 6.0.0. <o.ccicie sc cece seescndsvvioeedeess 192,188 5,356,374 27.87 458,519 12,748,734 59 
ee NE RIIRINUI os 551k. 5 3. cin: cia i0in ose o::o asia ui gins ci eernvsvin we eeeie caine 990 14,546 14.69 2,504 38,760 7 
NI cairo or cah act Bae 4 oan wre ya Wale acer Wheel eed eden Ges Seinsierw siegiev e's 244,148 12,069,775 49.44 399,491 19,464,740 .90 
ee CT CTC is aleiweie sisi ew bers'eieiei er sielaiwe seis 60,399 2,470,633 40.91 123,728 5,040,103 .23 
Bar and sheet iron, structural iron and iron pipe...................00. 790,684 24,792,431 31.36 1,581,410 49,612,621 2.28 
er OE SORE SONNE NE oa, 610 ere:s.0 0 0 6 ws cdeaesecouee see eeeneieiee 135,996 4,899,564 36.03 292,558 10,249,364 AT 
en > SUNN “SNOUT “CRIDIUIN 5, S0igs 0:0 oie. 6-6 ace-sivrert-6:ui@iere en acetbinle o/eene m.eia-ere 249,861 4,929,794 19.73 549,026 10,762,588 .50 
oe lates a Sian alae a: aibi bra Sil Gee SR HLOl Ha @ GHEE meratelre Swish Ale nites 604,359 22,968,296 38,00 1,193,011 45,258,739 2.08 
eI 3 aos rsiaccas 0% wis gexec i'n Su cad Gaara ars Qeanelonaebecs eee 510,689 18,164,752 35.57 859,255 30,433,647 1.40 
NN TIN hoo aca'g Sines Ae viene Soe Monae UROL ee CosieeCne eae ace 236,165 6,007,756 25.44 470,752 12,252,666 56 
ee sO IE WEED so cre ch eenencs aden es apeene rem enesesenees. ds 128,260 2,281,385 17.79 227,652 4,137,486 19 
Agricultural implements and vehicles other than automobiles........ 143,954 2,157,987 14.99 281,029 4,291,812 .20 
Cee OE OE OE OEE a 734,730 6,061,494 8.25 1,844,534 15,227,215 10 
Household goods and secondhand furniture............-.cc.cceecceeees 61,256 595,839 9.73 117,009 1,138,297 05 
I SCN 550.576 8s 6:0 eraronbsace-accice oldie ROLE shia W FS bu Nae wae ora wate tie weses 94,420 836,568 8.86 241,291 2,130,958 10 
INN gd od oto eck oin cc cicinnea bine oie Cd mieian ethane eeebaedeene ae oes 36,221 682,440 18.84 68,359 1,287,454 06 
PS RL OEE d a nwand.ce csi. poe wre MEMS OReae MAD wel eee emenie caer s cee ness 173,753 4,433,677 25.52 192,506 4,976,024 23 
IR 7 Nn a 30 0s pic oces G0) 0> wah wi Gare, wei gaa naiai perm ele eee wine Cada o a awa 340,096 7,821,360 23.00 486,919 11,411,045 53 
ee Sn GN (GAUGE (ENDO: 6. 0.6:6.5.004:6-4:6. 6-5-0100 Ser eae Mea eax eames ee 426,108 3,051,381 24.20 371,392 9,040,270 42 
I ON: ts hw Gx@i ons 8 im 5: Grose v veri of avoltebyel Ore.eevere, SRS DSINS 278,623 8,420,750 30.22 568,673 16,905,905 18 
aca tea ET a 0. oc WiKi: & Wi aces Siti OLRIW O'S Kiar laces biel ecw als ata OW Qrerealeaaeeie 76,283 881,880 11.56 175,582 2,099,184 10 
Canned goods (all canned food vroducts)............ccccccccccebececees 163,082 3,731,262 22.88 362,233 8,482,308 39 
CelieF MANGIASCTUTES AMA BIUISCOTMAMOOUS. . o.oo cs cccccecccvcsccceccseceees 3,025,426 71,591,730 23.66 6,001,860 135,164,003 6.22 
TRUE. -Geiuiacde Cbs Ceeta ache aS Reet PV EEN RAG Cie eNeRr ec eeu Ueabee eee neers 9,913,481 256,667,691 25.89 20,013,941 500,290,118 23.04 
Se I, Is ceiece viotieaescesteascnasndsaleoece 33,736,472 1,147,605,218 34.02 64,465,608  2,103,699,927 96.87 
ee a cee ae och’ dns 4:9:40 SS EEE ERGOT eeipeeeetn,  -memeseeeus 40,551,443 eens ieee 68,077,375 3.13 
Gram $otal, caricad and 1. C. Li trate... ccc csccseccesteacsecsons SeelNueeors 1,188,156,661 Sewers eee ee! 100.00 





* Average number of miles of road operated, 235,261.78.. 
** Includes automobiles, motor cars, autotrucks and parts (except tires and chains); chassis, tonneaus and wheels. 
t Less than 0.01 per cent. 
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PARKER ENGRAVING CO,, ST. LOUL: 


| WABASH FREIGHT FACILITIES IN ST. LOUIS 


Fourth Street Station, covering 11 acres in the heart of the business district, has a 
daily capacity of 776 cars. 


| 














- All Wabash Merchandise trains from the East, West and North are run directly to 

36 this station, enabling cars to be placed for unloading immediately upon arrival. All out- 

m bound Wabash Merchandise trains leave from this station. 

13 | . . 

=| 4 Leem Traces: Franklin AVOnUe. .... . 526.0 i0.cceseveresoneaeewees Capacity 100 cars 

rim tf Se iis catutdcdecciueceniekeies ie Capacity 375 cars 

= | Boyle Avenue.......... bined sss tie keene Capacity 40 cars 

aan 0 I BI isa UK ns onan knw. coe RR ewan tem eee Capacity 15 cars 

os §}| Theresa Avenue........ Seer e Te cr Capacity 14 cars 

«44 

46 ° 

i fi); Automobile Platforms: 

a FED Oe Ds so icc ccc c ewes Heer ente Senet Capacity 10 cars 
| I I aioe: dice acct ess wird whan pai ee ae Ncleee Capacity 6 cars 

3 | BE TN 5c ooo Shes veh oewweere ted sotwesed Capacity 3 cars 

159 ® eye e e 

a | Joint Facilities, Patrons of the Wabash also have free access to all of the public 

3 | delivery tracks of the Terminal R. R. Association and the Manufacturers R. R. 

AT Co 

50 ° 

2.08 | 

“es WABASH FREIGHT TRAFFIC AGENCIES: 

a | BIRMINGHAM, ALA., 1507 Jefferson Bank Bldg. HANNIBAL, MO., Freight Station PEORIA, ILL., 1117 Jefferson Bldg. 

"10 ta ie yy of Commerce Bldg. HOUSTON, TEX., 1029 Bankers’ Mortgage Bldg. PHILADELPHIA, PA., i Widener Bldg. 

AU . N. -Y., cott Square Bldg. INDIANAPOLIS, IND., 413 Roosevelt Bldg. PITTSBURGH, PA., 1720 Oliver Bldg. 

= CINCINNATI. O.. 100T Neare. Hi KEOKUK, th, 228 fohnon St Sr LUIS, MO. am Pierce Bl. 

= CLEVELAND, 0., 804 Park Bldg LITTLE ROCK, ARK., 216 Gazette Bldg. SALT LAK® CITY, UTAH, 206 Judge Bldg. 

3 DECATUR, I, Pessenger Station” MEMPHIS, TENN., 138° Hxchange Bldg. SAN FRANCISCO, CAL, 81? Monednock B 

.53 . . ° mn: : 

42 MINNEAPOLIS, MINN. 616 Metropolitan Bldg. SPRINGFIELD, ILL» 406 Bouh Sixth Bt. 

.18 MOBERLY, MO., Passenger Station LEDO, O., 440 Spitzer Bldg. 

10 ORLEANS, LA., 1113 Hibernia Bldg. TORONTO, ONT., 1101 Royal Bank Bldg. 

39 NEW YORK, N. Y., 815 Singer Bldg. TULSA, OKLA., 319 Kennedy Bldg 

6°22 OMAHA, NEB., 1909 Harney 8t. 

parce OTTUMWA, IA., Passenger Station 

23.04 Sey “FOLLOW THE Flac” 

16.87 GENERAL OFFICES: RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 

3.13 





NY Yuu 


ROUTE YOUR FREIGHT—CARE WABASH 




























Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A spec:alist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 


of ‘interstate transportation of freight. A traffic man ot long experience 


and wde knowledge will answer questions relating to practical traffic 


problems. We do not desire to take the place of the traffic man but to 
help him in his work. ; 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. - 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Liability of Carrier for Accrued Storage Charges Resulting from 
Consignee’s Refusal to Accept Shipment Tendered for De- 
livery by a Certain Carrier Contrary to Shipper’s Routing 
Instructions 
New York.—Question: We recently made a shipment of 

Cotton Piece Goods from the south to a concern in New York 

State. This shipment was routed for delivery via D. & H. R, R. 

and routing was also shown on the bill of lading. It now de- 

velops that the shipment moved via the N. Y. C. R. R. and 
arrived at destination via that line. The through rate applies 
also via the New York Central and the cartage charge from 
their depot to the consignee’s store is the same as it would have 
been via D. & H.; however, because of some misunderstanding 
the consignee has had with N. Y. C. R. R., they refused to take 
delivery of the case from this company and insist upon having 

it delivered to them by the D. & H. R. R. 

We have written to the N. Y. C. R, R. requesting that they 
turn this over to the D. & H. for delivery, but they advise that 
they have no track connections and refuse to do so, claiming 
that there is no difference in the cartage charge from their sta- 
tion and the D. & H. station. 

We wish to know if there is any possible way in which we 
can compel the N. Y. C. R. R. to turn this case over to the 
D. & H. In the meantime this case has been placed in public 
stores and we would also like to know if we can secure refund 
of any storage charges which the consignee may have to pay. 

Answer: The general rule is that a common carrier having 
received goods for transportation to a designated point is liable 
as for a conversion if it carries them to a different point, thereby 
depriving the shipper of his goods. If the owner accepts the 
goods notwithstanding they are delivered at the wrong place, he 
thereby releases the carrier from any future liability in reference 
to the goods, but he does not release the carrier from liability 
for damages already sustained. 10 Corpus Juris 384. In Na- 
tional Bank of Commerce vs. Southern R. Co., 115 S. W. 517, 
the court held that where a carrier did not notify the consignee 
of the arrival of a shipment of grain, but without proper author- 
ity removed the grain to another point, there was a conversion 
of the grain. The fact that the point to which the grain was 
removed by the carrier was within the switching limits of the 
billed destination would not render it the same point so as not 
to make the removal a change of destination, the places being 
fifteen miles apart, but in the same destination city. In McFad- 
den vs. Union Stock Yards, etc., Co,, 185 Ill. A. 94, the carrier 
was held for a conversion and consequent damages resulting 
from misdelivery of a shipment, where the shipment was de- 
livered on the tracks of a different railroad than the one pro- 
vided for in the contract of shipment; the question whether the 
acceptance by the consignee on the unauthorized track amounted 
to a ratification of the unauthorized delivery was a question sub- 
mitted to, and decided in the consignee’s favor, by the jury. In 
both cases, however, there was evidence of damage caused by the 
erroneous delivery. 

In the instance cited by you it would seem that the con- 
signee would not have been at all damaged had he accepted 
the delivery by the New York Central, although the contract 
of shipment called for D. & H. delivery, and, in the absence of 
a showing that he would have been so damaged, it would appear 
that he would put the carrier to unreasonable expense in com- 
pelling it to carry out the billing instructions and make D. & H. 
delivery. It is true that the carrier may not question the ship- 
per’s motives in specifying certain routing and certain deliv- 
eries (Duluth Log Co. vs. M. & I. Ry., 15 I. C. C. 627), but where 
the misroute results in no damage to the consignee, the Com- 
mission held, in Lathrop, Shea, Henwood Co: vs. L, V. R. R., 24 
I. C. C. 622, no reparation will be awarded, The carrier has 
breached its contract by misrouting the shipment, but we do 
not beli¢ve a court or the Commission would countenance the 
act of the consignee in heaping up the damages on the carrier 
by compelling it té make the billed delivery as condition prece- 
dent to acceptance of the goods. We think this situation is to 
be distinguished from those where conversion was found, by the 

difference in the circumstances. The carrier could not insist 
upon putting the consignee to expense to save itself from in- 
curring that necessary to make the proper delivery, as would 
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have happened in the cases cited, but we do think that 
a case where it was the duty of the consignee to acc 
shipment and avoid piling up the charges. Regardless 

however, the carrier may not demand eollection of 

charges which resulted from its breach of contract. Because 
the consignee would have been put to no extra expense in tak. 
ing N. Y. C. delivery when tendered, and in all probability the 
N. Y. C. received the shipment from a connecting line author. 
izing it to make N. Y. C. delivery, we would hardly say the 
N. Y. C. had converted the shipment and would not, therefore 
be liable for the value of the goods themselves. The consignee 
or owner of the goods should make known to the N. Y. ©. the 
fact of the misroute, tender the proper amount of freight charges 
demand delivery of the goods, accepting N. Y. C. delivery, refuse 
to pay the storage charges, and if the N. Y. C., with full knowl- 
edge of all the facts, then refuses to make delivery of ihe goods 
according to Beasley vs. Baltimore R. Co., 27 App. D. C. 595- 
Georgia R. Co. vs. Richards, 72 S. E. 48, and other cases, it would 
be liable for conversion, not due to the misroute, but due to 
refusal to deliver except on payment of charges not properly 
chargeable to the shipper. 10 Corpus Juris 392. From the time 
the N. Y. C. was informed of the error in routing it has been 
put on constructive inquiry and should have been looking to 
the carrier which committed the first error. 

Liability of Consignee for Charges for Demurrage, Diversj 

Icing, Etc., at Intermediate Points 

New York.—Question: In your issue of May 9, on page 1203 
under heading of “Miscellaneous Decisions,” you have an article 
under the heading “Consignee of Interstate Shipments Charge. 
able with Knowledge of Tariff Schedule, but not with Demur. 
rage Charges at Intermediate Points.” 

In view of the case of the New York Central vs. York & 
Whitney, will you show your opinion as to whether or not mis- 
cellaneous charges, such as demurrage, diversion, reconsignment 
icing while held for diversion or reconsignment, can be enforced 
against the consignee? 

Answer: The article to which you refer is an excerpt from 
the report of the. Supreme Court of Ohio in C. C. C. & St. L. vs. 
McKenzie Lumber Co., 147 N. E. Rep. 8, wherein it was held 
that the consignee of merchandise in interstate shipments is 
charged with knowledge of the amount chargeable in accordance 
with the tariff schedules on file from point of shipment to point 
of delivery, but is not chargeable as a matter of law with knowl. 
edge that the same merchandise has been prior to purchase 
shipped from place to place by different shippers, and is not 
chargeable as a matter of law with knowledge that the car con- 
taining the same has been kept out of service at intermediate 
points, resulting in demurrage. Obviously the consignee has no 
way of knowing or being put on notice that the car was held, 
or, if held, for how many days subject to demurrage, when he 
has not been so informed by the carrier when paying the charges 
demanded, which did not include demurrage at intermediate 
points. It is a question of fact and not of law as to whether 
a car has been under demurrage, and, if so, for how many days. 
The consignee knows that his shipments have moved from origin 
to destination, knows its weight, and must know the tariff rate, 
for it is publicly filed and has the force of a statute. For this 
reason he cannot claim that he did not know the regular trans 
portation charges and escape on that ground from payment of 
undercharges. That is the gist of the Supreme Court’s decision 
in New York Central vs. York & Whitney, 256 U. S. 406, wherein 
it held that the consignee was liable to the carrier for under- 
charges in rates and refrigeration service, stating that “The 
transaction between the parties (shipper and carrier) amounted 
to an assumption by the consignee to pay the only lawful rate 
it had the right to pay or the carrier the right to charge. The 
facts of freight and regular refrigeration service can easily be 
determined by the consignee. Especially is this true where ship- 
ments move under standard refrigeration, the rates for which 
are published in the tariff, Icing charges where standard re 
frigeration is not used is something akin to demurrage, in that 
it depends upon the quantity of service given by the carrier as 
to what the charges will be, which things are matters of fact 
with which we think the consignee cannot be properly charged 
unless he has been notified or should know enough to put him 
upon inquiry. As to a car of ripe peaches moving during hot 
weather, for example, arriving in good condition in an iced car, 
the consignee could hardly successfully defend a suit for icing 
charges on the grounds that he did not know ice had been 
furnished. The shipment itself carries evidence of that fact, 
but does not, of course, carry evidence of the accrual of any 
demurrage along the route from original shipping poit' to des 
tination, 

The York & Whitney case concerns only those things of 
which the consignee has either actual or constructive knowledge. 
and not such things of which he could not well have azy knowl 
edge, as in the demurrage situation covered by the Chio der 
sion. Section 6 of the interstate commerce act provides that 
the carrier shall not demand, collect, or receive any more DOF 
less than the established rates and that the shipper shall pay 
no more nor less than those rates, but we believe in ihe light 
of the various decisions of the courts, that this statute contem 
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plates only those charges based upon facts a knowledge of which 
can be reasonably attributed to the consignee. : 
Demurrage—Demurrage Rate per Day on Cars Placed for Load- 


ing, but Released by Shipper Without Having Been 
Loaded 

Indiana.—Question: Jones places order for car Dec. 8, 1924, 
8 a. m., for loading Dec. 9, 1924. Car was placed Dec. 9, at 1 
p. m. and released Dec. 10, 5 p. m. As Jones did not load the 
car, how much demurrage should be assessed? See I. C. C. 
1581, National Demurrage Rules, item 8, rule 6, section B, which 
reads as follows: 


When empty cars are placed on orders are not used in trans- 
portation service, demurrage will be charged from actual or con- 
structive placement until released, with no free time allowance. 


The question is whether charge should be $2 or $4 under 
this rule, as the charge is to be made from actual placement. 

Answer: Rule 6 of the National Car Demurrage Rules in 
section B merely fixes the time when the period of chargeable 
detention will commence to run, and does not purport to state 
what rate of charge per day will obtain. The demurrage rates 
are published in rule 7, except as to average agreement cars. 
Section A provides that on all cars not subject to the average 
agreement the charge will be $2 for each of the first four days 
and $5 for each succeeding day. It is true that rule 6 provides 
no free time will be allowed on cars released without being 
loaded, and that rule 7 provides the above daily rates of charge 
“After expiration of free time allowed,” but we do think the 
fact that no free time is allowed on some cars will prevent ap- 
Plication of the demurrage charges as outlined in rule 7-A. It 
is our view that the lower rate and the higher rate will be 
properly applied in the same order and on the same plan as if 
applied to cars where the usual free time is allowed. 


CONSOLIDATED CLASSIFICATION DOCKET 


The docket of the Consolidated Classification Committee for 
hearings of the Official, Southern, and Western Classification 
committees at Atlantic City, July 14, and Chicago, July 21, is 
published in The Traffic Bulletin of June 20. 


ABANDONMENT OF LINES 


The Waycross & Western Railroad Company has applied to 
the Commission for authority to abandon its line from Waycross 
to Cogdell, Ga., a distance of 21 miles, because the line for more 
than a year has not earned enough to meet its operating ex- 
penses and taxes. The applicant said that on June 2 its rolling 
stock and all personal property were sold under tax execution 
and that it was only able to operate now by renting this equip- 
ment, 

The Northern Pacific, in two applications filed with the 
Commission, has asked for authority to abandon a branch line 
from a point 2.91 miles from Rimini Junction to Rimini, Mont., 
embracing about 12 miles of line, and a branch line from 
Clough Junction to Marysville, Mont., embracing about 12 miles 
of line. The applicant said it had heretofore asked for author- 
ity to abandon the branch lines in question, but that the Com- 
mission had denied the application. It said there had been no 
improvement in traffic and that there was no prospect of im- 
provement in the future. 

The Pittsburgh, Cincinnati, Chicago & St. Louis has been 
authorized by the Commission to abandon a little less than a 


mile of line between Superior Junction and Dugger in Sullivan 
county, Ind. 


NEWSPAPER RATE CASE 


The next hearing in I. and S. No. 2393, rates on newspapers 
in baggage cars in C. F. A. and Trunk Line territories, will be 
held by Examiner Hillyer at Atlantic City, July 14, at the Hotel 
Marlboro-Blenheim. Mr. Hillyer began taking testimony in that 
case in Washington some time ago, but it could not be com- 
pleted. The hearing was adjourned to a day*to be announced 
by Mr. Hillyer, but not by the Commission. The day mentioned 
is the one that has been agreed on by Mr. Hillyer and the ex- 
aminer sitting with him, who is taking the testimony ‘in a 
Pennsylvania intrastate case, No. 6492, the federal and state 


— having agreed to hear the two cases at the same 
time, . 


BOND AUTHORITY DENIED - 


The Commission, by division No. 4, composed of Commis- 
sioners Meyer, Eastman and Woodlock, in finance docket No. 
4715, Bonds of Kentucky & Indiana Terminal Railroad, mimeo- 
graphed, found that the authority sought, to have an issue of 
bonds authenticated to cover proposed expenditures for exten- 
sions and betterments had not been shown to be in*the public 
interest. It has denied the application. The application was for 
authority to procure the authentication and delivery of $426,600 
of first mortgage gold bonds. No objection to the grant, the divi- 
sion said, had been presented. 

According to the report the applicant, owned by the Balti- 
more & Ohio, Chicago, Indianapolis & Louisville and the South- 
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ern, proposed to make expenditures amounting to $400,850 in con. 
structing yard tracks, enlarging buildings, installing shop ma- 
chinery, and constructing additional industrial tracks at Louis- 
ville, Ky. Pursuant to a separate agreement, the report said, the 
proprietary companies agreed to indorse the proposed bonds guar- 
anteeing the punctual payment of principal and interest. The 
division said the proprietary companies had not yet filed applica. 
tions for authority to assume obligation and liability in respect 
of these bonds inasmuch as the applicant did not intend to dis. 
pose of the bonds now but to hold them. 


RELIEF FOR ROOFING 


The Commission, in No. 9702, Memphis Southwestern Inyes. 
tigation, by means of supplemental fourth section order No. 
8600, has amended that fourth section order so as to provide 
that the same measure of relief granted therein in respect of 
commodity rates on roofing and paving material prescribed jn 
No. 9702, 77 I. C. C. 473, will apply on hard asbestos roofing or 
sheathing, corrugated, and asphalt shingles, copper-coated, as 
specified in fourth section application No. 12688, filed by F, 4. 
Leland. The Commission said it did not thereby approve any 
rates that might be filed under the authority of that order, al 
such rates being subject to complaint, investigation and cor. 
rection if in conflict with any provision of the act. 


TREATED COMBINATION CASE 


With Chairman Aitchison and Commissioners McChord, 
Meyer, Campbell and Lewis dissenting, the Commission has re- 
versed the previous finding, 89 I. C. C., 356, in No. 14127, J. M. 
McLeod et al. vs. Texas & Pacific et al., mimeographed, and dis- 
missed the complaint. The previous finding was that the joint 
rates on gasoline, carloads, from points in Texas and Oklahoma, 
to destinations in California and Washington were unreasonable. 

The complaint alleged that the rates on many carloads of 
gasoline shipped between August 26 and December 31, 1920, from 
refinery points in Texas and Oklahoma to destinations in Cali- 
fornia and Washington were unreasonable to the extent they 
exceeded the combinations resulting after modifying and chang- 
ing the intermediate rates, so as to have only one factor in- 
creased by 4.5 cents. Among traffic men the operation by which 
combinations lower than the joint rates are obtained is known 
as “treating” the intermediates. 

Joint rates of $1.26 to California and $1.46 to Richmond 
Beach, Wash., were in effect at the time of the movement. The 
tariffs carried the alternative application rule providing that if 
the combination of the intermediate rates made lower than the 
joint rates, the combination should be used. 

The issue in this case was whetuer the intermediate rates, 
as published, should be used in ascertaining the combination, or 
whether the combination to be considered would be the one 
obtained by treating the factors by means of the combination 
rule. In the original finding the use of the treated factors was 
approved. The Commission, in this report, said that after modi- 
fying the published, intermediate rates under the rule described, 
the resulting combinations would be less than the joint rates. 
In disposing of the case the Commission said: 


The specific joint rates of $1.26 and $1.46 were not rendered in- 
applicable under the alternative rule in the same tariffs, for the inter- 
mediate rates did not aggregate less than the joint rates. The prod- 
uct of intermediate rates treated by a rule which results in some- 
thing less than the aggregate is not the aggregate within the mean- 
ing of the alternative rule. i : h 

Complainants introduced no other evidence with respect to the 
reasonableness of the joint through rates charged. 

As tending to show that the rates assailed were reasonable, de- 
fendants refer to rates of $1.325 from certain Texas points to Clifton, 
Ariz., $1.54, from Missouri River points to Clarkdale, Ariz., “ee 
rate of $1 prescribed by us from the midcontinent field to Salt Lake 
City, Utah. i 

Upon further consideration we find that_the rates assailed “— 
not unreasonable or otherwise unlawful. Our previous finding, 
I. C. C. 356, is reversed in so far as it conflicts with our finding herein. 
The complaint will be dismissed. 


FARGO CLASS RATE CASE 


(Continued from page 1564) ” 16 
190 miles and over 180...... 91 77 64 50 33 39 30 vic 4 17 
200 miles and over 190...... 94 80 66 52 34 40 31 ° 59 18 
220 miles and over 200...... 99 84 55 55 36 43 33 27 % A 
240 miles and over 220...... 103 8S? #72 87 St 4 34 28 a 19 
260 miles and over 240...... 108 92 76 59 39 46 36 29 95 20 
280 miles and over 260...... 112 95 78 61 40 48 37 30 96 21 
300 miles and over 280...... 116 99 81 64 42 50 38 31 7 2 
320 miles and over 300...,.. 121 103 85 67 44 52 40 33 _ 93 
340 miles and over 320...... 125 106 87 69 45 54 41 34 38 28 
360 miles and over 340...... 129 110 90 71 47 56 43 35 39 2 
380 miles and over 360...... 133 113 93 73 48 57 44 * a 2 
400 miles and over 38@...... 137 116 96.75 49 59 45 37 a) oe 
425 miles and over 400...... 142 121 100 78 51 Gl 47 38 32 26 
450 miles am@ over 425...... 147 125 103 81 53 63 48 = 33 27 
475 miles and over 450...... 152 129 106 84 55 65 50 4 35 38 
500 miles and over 475...... 157 133 110 86 57 68 52 #2 
Note—Arbitraries for extra line hauls, to apply only ves ™ 
lines embraced in the route are not under a common ownership 
control: DE 
I dranictiressctennerpreaiase is 3: #f§ & 8 2 
i EE RA AER NEE 8 7 cs 2. 2 S 2 
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THE THREE GIANTS 


Ready to Serve You in 
Warehousing 
Distributing | 
Light Manufacturing 





THE CITY OF CYCLOPS 


KENNA TERMINAL (cs‘imy'bac) NEWARK, N. J. 


WAREHOUSING 


Your own Distributing Branch located here at KENNA 
Terminal will afford every advantage obtainable in the East. 


KENNA Terminal is located at 
the center of a circle which has 6 

Location ..........% million people within a radius of ten 
miles—17 million peop‘e within one 
hundred miles. 


Newark enjoys the same freight as 
New York, all lighterage charges 
are eliminated. 


From your warehouse at KENNA 
Terminal a motor truck will reach 
Manhattan in 30 minutes, Brooklyn 
Distributi Cc in one hour, Yonkers in two hours, 
istributing Costs... Bridgeport in four hours, Trenton in 
two and one-half hours, Philadelphia 
in five hours, Baltimore in ten hours, 
Boston in twelve hours. 


We have a booklet which tells in detail the services of ‘‘The 
Three Giants.” It includes maps showing floor plans, wharfage 


and adjacent territory. We shall be pleased to mail you copy on 
receipt of attached coupon. 


Freight Rate....... 


Mr. C. MILBAUER, General Manager 
KENNA TERMINAL, P. O. Box 504 
Newark, New Jersey 


Please mail us booklet “THE CITY OF CYCLOPS” 
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Digest of New Complaints 


No. 16522. Sub. No. 1. Parkersburg Rig & Reel Co., Parkersburg, 

W. Va., vs. C. B. & Q. et al. 

Unreasonable charges on rig irons, wooden bull wheel cants, 
arm and pins, and fabricated steel tank material, k. d., from Sun- 
burst, Mont., to Casper, Wyo. Asks cease and desist order, just 
and reasonable rates and reparation. 

. 16929, Sub No. 1. Atchison (Kansas) Board of Trade et al. vs. 
Alabama & Vicksburg et al. 

Attacks rates on grain and grain products from points in 
Kansas on and north of the main line of the Union Pacific to 
Memphis, Tenn., and when destined beyond, to points in Arkan- 
sas and Louisiana, and the proportional rates from Atchison, 
Kans., St. Joseph, Mo., and Kansas City, Mo.-Kans., to the said 
destinations, as unjust, unreasonable, preferential and prejudicial. 
Asks cease and desist. order and reasonable rates. 

16944, Sub. No. 1. Certain-Teed Products Corp., New York City, 
vs. Pennsylvania et al. 

Alleges that westbound rates from Philadelphia, Pa., Trenton, 
N. J., and Chicago, Ill., to Pacific Coast territory, on linoleum, 
felt base floor covering and oilcloth, are unjust, unreasonable and 
discriminatory against Philadelphia and Trenton, and preferential 
of Oakland, Calif. Asks rates not in excess of $1.15 from Chicago 
and $1.45 from Philadelphia and Trenton, and that these rates 
continue to apply to Pacific Coast intermediate points and to 
points taking Pacific Coast terminal rates as maxima. 

. 17034. Sub. No. 1. Sutherland Paper Co., Kalamazoo, Mich., vs. 

Santa Fe et al. 

Rates in violation of the first three sections of the act, on paper 
box board and on paper boxes, plain or waxed, printed or un- 
printed, from Kalamazoo, Mich., to points in Indiana, Illinois and 
Wisconsin. Asks cease and desist order, just and reasonable rates, 
and reparation. : 

. 17071. Hunt Brothers Fruit Co. et al., St. Joseph, Mo., vs. Ahna- 
pee & Western et al. 

Rates and charges in violation of first three sections of the 
act, on apples from St. Joseph, DeKalb, Faucett, Halls and Ken- 
moor, Mo., points in northwestern Missouri, and Wathena, Blair, 
Hunt Spur, Troy and Appleton, Kans., and points in northeastern 
Kansas, to points in Nebraska, Iowa, Minnesota and the Dakotas. 
Asks cease and desist order and just and reasonable rates. 

- 17079. Smith, Richardson & Conroy, Inc., Jacksonville, Fla., vs. 
Atlantic Coast Line et al. 

Unreasonable charges, in violation of the long-and-short-haul 
clause, on various shipments L. C. L. of fresh fruits and vege- 
tables, dressed poultry, cheese, oleomargarine, fresh meats and 
paper boxes from Chicago. IIl., to Jacksonville; carload shipments 
of oleomargarine from Hawthorne, Ill.; L. C. L. shipments of 
paper boxes from Joliet, Ill.; dressed poultry from Sioux City, 
Iowa; paper from Sturgis, Mich.; butter from Kansas City, Mo.; 
grape juice from Silverton, Ohio; scales from Toledo, Ohio; cheese 
from Wisconsin points; printed labels from Milwaukee, Wis.; and 
paper boxes from Menasha, Wis.; to Jacksonville, Fla. Asks 
cease and desist order, just and reasonable rates and reparation. 
. 17080. The Orford Soap Co., Inc., New York City, vs. Boston & 
Maine et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates, in violation of the long-and-short-haul clause, on 
crude feldspar from points in New Hampshire to Manchester, 
Conn. Asks cease and desist order, just and reasonable rates, 
and reparation. 

- 17081. Abeles & Taussig Lumber & Tie Co., St. Louis, Mo., vs. 
Chicago, Milwaukee & St. Paul et al. 

Rates in violation of sections 1, 4 and 6 of the act, on oak 
railroad ties from Crocker, Mo., to Lyons, Iowa. Asks reparation. 
17082. California Farm Bureau Federation et al., Berkeley, Calif., 
vs. Southern Pacific et al. 

Rates and charges in violation of sections 1, 3 and 4 of the 
act, in connection with refrigeration of perishable agricultural 
products between points of origin in Imperial County, Calif., and 
points in various eastern states. Asks cease and desist order, 
just and reagonable rates and charges. 

17083. The United States Can Co., East Norwood, Cincinnati, O., 
vs. Alabama & Vicksburg et al. 

Unreasonable rates, in violation of the long-and-short-haul 
clause and also of sections 3 and 6 of the act, on tin cans and 
tin pails from East Norwood, Ohio, to points in Kentucky, Tennes- 
see, Alabama, Mississippi, Florida, Louisiana and Arkansas. Asks 
cease and desist order, just and reasonable rates, and reparation. 





No. 


No. 


No. 


EASTERN CLASS RATE CASE 


The Commission has issued the following notice in No. 
15879, Eastern Class Rate Investigation: 

On account of the probable length of the hearing in this proceed- 
ing assigned for June 22, 1925, at Washington, D. C., it has been 
found impracticable to assign a hearing at Chicago, Ill., in July, as 
was originally planned. The hearing at Chicago will, therefore, be 
deferred until about September 21, 1925, and a hearing will be held 
at Boston, Mass., beginning about September 14, 1925. The exact 
dates and places for the. Chicago and Boston hearings will be an- 
nounced later. All persons who have heretofore signified their in- 
tention to offer testimony at Chicago or Boston, or may thereafter 
do so, will be subsequently informed of the dates assigned to them. 

The following general schedule may be deviated from as neces-~- 
sity requires but will be adhered to as closely as possible at the 
coming hearings in Washington: 

June 22-24, testimony on behalf of Trunk Line and New England 
Shippers’ Rate Committee, including statements»by members of that 
committee, representing New England and Virginia cities. 

June 25-26, Associated Industries of New York. 

June 26-27, Albany and Syracuse, N. Y. 

June 29, Northeastern New York and lower Hudson Valley. 

June 30, Rome and Watertown, N. Y 

June 30-July 1, Rochester, N. Y. 

July 1-2, Buffalo, N. Y., and grouped points, Westfield and James- 
town, N. Y., Erie, Pa. 

July 6-7, New York State Department of Farms and Markets. 

July 8-9, International Apple Shippers’ Association, National 
League of Commission Merchants, Western Fruit-Jobbers’ Association 
of America. 

July 10, Tanners’ Council of America. 

July 13-14, Manufacturers’ of iron and steel at Pittsburgh, Pa., 
Wheeling, W. Va., and Adjacent points. 
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July 14-15, Manufacturers of iron and steel at Buffalo and Ni- 


. agara Falls, N. Y. 


15-16, Port of New York Authority, Staten Island. 

16-17, Northern New Jersey. 

17-18, Philadelphia, Pa. 

20, Baltimore, Salisbury and Cumberland, Md. 

= on Ky., Portsmouth, O., and grouped points, West 
points. 

22-23, Manufacturers of paper. Miscellaneous. 


July 
July 
July 
July 
July 
Virginia 
July 


DRAIN TILE ORDER 


The “Commission has issued a supplemental order in No 
9671, Sioux City Concrete Pipe Co. vs. Chicago, Milwaukee & 
St. Paul et al., requiring the carriers to establish, on not less 
than statutory notice, rates on concrete drain tile, from Sioux 
City, Ia., to points in South Dakota east of the Missouri river, 
which shall not exceed those maintained by them for like dis- 
tances from Mason City, Ia., to the same destination territory, 
on or before July 15. It has set aside and vacated its order of 
March 5, 1920, as subsequently modified, as of July 15. 





PEORIA & PEKIN UNION HEARING 


After recalling V. V. Boatner, of the P. & P. U., for further 
cross-examination, the hearing in Docket 14534, the Peoria & 
Pekin Union case and consolidated cases, was adjourned for 
a half day and reconvened the afternoon of June 15, before 
Examiner Koebel at Chicago. Because witnesses due to go on 
had not appeared, the order of presenting testimony was altered 
and F. T. Townsend, of the M. & St. L., took the stand. 

Mr. Townsend gave a brief review of the case, saying that 
the question of division of rates had not entered into the earliest 
hearing, but had been brought in when the Commission asked 
for information as to divisions. He told how the divisions were 
made on Peoria between the lines west and those east and 
south of that point. He told of contracts made with tenant lines 
of the P. & P. U.—that is, those lines that used the rails under 
contract. He outlined briefly the expenses of operation of in- 
termediate switching and told of its increased cost to the lines 
west when the P. & P. U. required them to travel further in and 
exchange of cars. 

Witnesses for the west side lines entered testimony this 
week. The parties also agreed to the basic details of the cost 
figures that might be obtained and entered in the record, and 
representatives were sent to Peoria to examine the statistics 
from which the reports in question—those entered by V. V. 
Boatner—were compiled. 

E. A. Hoffelder, for the Burlington, and Arthur MacKenzie, 
for the Rock Island, testified with regard to the divisions of 
rates as they affected their lines when breaking on Peoria. It 
is the position of the lines west of Peoria that they are more 
or less satisfied with the situation, but, if they had to pay for 
part of the cost of the intermediate switching service, they would 
not be. It is the contention of the lines west that the divisions 
should break on Peoria, or West Peoria proper, and not on the 
east side switching district. The cost of switching, they con- 
tend, should be stood by the east side lines. 


CHANGES IN DOCKET 


Hearing in I. and S. No, 2423, transit on grain, grain prod- 
ucts and seeds at western points, assigned for June 18, at Kan- 
sas City, Mo., before Examiner Witters, was canceled. 

Hearing in No. 16042, Sylva Tanning Company vs. South- 
ern Ry., assigned for June 18, at Washington, D. C., before Ex- 
aminer Cassidy, was canceled. 


RATE OF FARE ON TICKETS 
Printing of the rate of fare on all railway tickets in order 
to avoid mistakes made in travel charges is urged in a report 
by the railroad committee of the New York Board of Trade and 
Transportation. The report cites instances of overcharges by 
ticket agents in support of its suggestion and points out that, 
about four years ago, the Pennsylvania and the New York 
Central, in response to a suggestion from the board, adopted this 
plan in all cases where practicable, and have continued the 
practice, but other lines have not yet done so. 


WOULD RETAIN EXCESS EARNINGS 


The Cowlitz, Chehalis & Cascade Railway, which was au- 
thorized recently to construct a 14-mile extension of its lite i 
Washington, but which was denied permission to retain excess 
earnings, has asked the Commission to consider again the mat- 
ter of excess earnings and that a supplemental order be granted 
for retention of such earnings. The applicant said that unless 
allowed the benefit of the good years to offset the deficits i 
the lean years, it was doubtful if requirements to retire one-half 
of the amount of the construction bonds could be accomplished. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for April, 
1925, shows a total of 18,576 cars held beyond free time- Pe 
centage of 08.44—as against 18,841 cars—a percentage 0! V°- 
—for April, 1924. 
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COLOMBIAN STEAMSHIP CO., (inc. 
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Managing Operators 


New Orleans to Irish, United Kingdom 
West Coast Ports and Glasgow 

A Sailing Every 20 Days 

New Orleansto Liverpool and Manchester 

Fortni tien Sailings 

New Orleans an i evans to London 


a. "Seliege 
Houston pone | Galveston to 
Linomseet—Seeneneaner 
A Sailin Fe 3G 
UNITED G CO., (Inc.) 
Whitney Central Bids . z= Orleans, La. 























































AMERICAN MERCHANT LINES 

New York to London 
Weekly Sailing: 

abies aaa ental 


Hampton Roads 
2 Sailings a Month 

Philadelphia 

Boston 


ndon 

_ Hull 

Leith 
2 Sailings a Month 

J. H. WINCHESTER & CQ., (Inc.) 


17 Battery Place New York City 
Managing Operators 


AMERICAN REPUBLICS LINE 


Brazil and 
New York RiverPlate 
_ Ports 


Monthly Sailings 
Philadelphia Brazil and 


a. River Plate 
Ports 


Savannah 


Monthly Sailings 
Philadelphia t River Plate 
Hampton Roads *° Ports 

Monthly Sailings 


INTERNATIONAL FREIGHTING ye 
44 Whitehall Street New 
Managing Operators 


ATLANTIC 
AUSTRALIAN LINE 


New York to Australian 
and New Zealand Ports 
Monthly Sailings 
UNITED STATES & 
AUSTRALASIA S. S. CO. 
#10 Bridge St., New York Ci 
Managing Operators 


PAN AMERICA LINE 







New York to New {Orleans rent cto a Galveston |New York to Southampton |Baltimore, Hampton Roads, | 
. e 5 2 Sailing Month A Sailin 3 Week 

Sern oe ee Sree | aan non 4 
; Montevideo and Houston and pn = sehr Havre and Antwerp to Hamburg and Bremen 
d ° Bremen and Rotterdam Weekly Sailin | 
| Buenos Aires ly a ! 
j oust - Saimee . —- Bremen 2 Sailings a Month 
5 Fortnightly Sailings _|burg. 2 Sailings a Month — a a. Weekly Sailings | 
¢ SON STEAMSHIP LINE - te Saint - ey UNITED STATES LINES ROGERS & WEBB 
Wall Street New York City, 925 Whitney ee hy Bidg., Houston, Texas 45 Broadway New York City|110 State Street Boston, Mass. 
j Managing Operators ae Giacstee Managing Operators Managing Operators Managing Operators | 





GULF-WEST 


(Whitney Cent’! Bidg., New Orl’s, 
Managing Operators 


SOUTHERN STATES LINE 
New Orleans toRotterdam, Am: 


sterdam. 





United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 


New Orleans and other 
Gulf Ports 
(except Mobile) 
to 
Brazil and River Plate Ports 
Fortnightly Sailings 
MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 


Managing Operators 


AMERICAN DIXIE LINE/AMERICAN EXPORT LINES 


North Atlantic Ports to all Mediterran- 
eanPortsincluding Adriatic,Black Sea 
and Levant Ports, French Mediterran- 


ean, WestCoastof Italy. 2. saMonth 
North African Ports vie elinenen 
ean or Adriatic Ports as ge ae. 
Monthly Sailings Greek, Black hal 
Constantinopole Monthly ey 


Greek Syrian Coast Ports 
andria. 2 Sailings a Month 


THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 


Managing Operators 


AMERICAN PALMETTO LINE 
South Atlantic Ports to 
Liverpool and Manchester 
Monthly Sailings 
Bremen and Hamburg 
Monthly Sailings 
London, Rotterdam and 
Antwerp 
Monthly Sailings 


THE CAROLINA COMPANY 
Charleston, S. C. 






Managing Operators 


AMERICAN SCANTIC LINE 


New York, Boston, 
Baltimore 
to 
Scandinavian and 
Baltic Ports 
2 Sailings a Month 


Boone & McCORMACK CO..,(Inc.) 
New City 


5 Broadway 
Managing Operators 

















2 Sailings a Mont 



















UNITED STATES SHIPPING BC BOARD FLEET CORP. | 
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MISSISSIPPI VALLEY/MOBILE OCEANIC LIN 


Managing Operators 


TEXAS STAR LINE|UNITED STATES LINES YANKEE LINE | 


| 
1} 


AMERICAN DISPATCH LINE |) 





































New York. to Rotterdam | Gulf Ports (except New Orleans) 
A Sailing every 10 days to 
tao me to Antwerp 
a neous dive East Coast of South America 
Hampton Roads to por A Sailing Every 3 Weeks 
ili 
patina tieah i ae MUNSON STEAMSHIP LINE 
BLACK DIAMOND S. S. CORP. 4 
CU GadenenTiase Mow Vuktly 67 Wall Street, New York City 












Managing Operators Managing Operators 


AMERICAN INDIA LINE 


New York to India 
Monthly Sailings 








to 
A Sailing every 20 days 
New York to — 
A Sailing every 10 days 
Philadelphia to Bordeaux 
New York St. Nazaire 
A: Sailing Every 20 Days 
COSMOPOLITAN SHIPPING CO., (Inc.) 
42 Broadway New York City 
Managing Operators 


AMERICAN PIONEER LINE 
North Atlantic Ports to 


































ROOSEVELT STEAMSHIP 
COMPANY, (Inc.) 


44 Beaver St. New York 
Managing Operators 


AMERICAN PREMIER LINE 


Gulf and S. Atlantic Ports to 





















China and Japan French Mediterranean, 
Monthly a West Coast of Italy 
Philippines & Dutch East Indies 4 Sailings a Month 


Monthly Sailings Adriatic Greek Levant, 
Gulf Ports to Far East Constantinople, Malta, 
(China, Japan and Philippines) | North Africa, (East of Bizerta) 
ATLANTIC GULF AND nr 640 
. 5.CO., 
GTA. 3.3. Ce. oe) |= 


17 Battery Place, New York City 
Managing Operators 


AMERICAN 
SOUTH AFRICAN LINE 


New Orleans, La. 
Managing Operators 


AMERICAN 
WEST AFRICAN LINE 


New York 


— (Gulf via New York as offers) 
to 
South and East African Ports | Azores, Canary Islands, Madeira 


and West Africa 
Monthly Sailings 


A. H. BULL & COMPANY (Inc.) 
40 West Street New York City 


Managing Operators 


FIORIOLE LINES 
Boston, 


Baltimore, Hampton Roads te 


Monthly Sailings 


A. H. BULL & COMPANY, (inc.) 
40 West Street New York City 


Managing Operators 





























MEDITERRANEAN LIN a EUROPEAN LINE Mobile, Pensacola, i ortnightly Sailings 
Tampa, Jacksonville, Savannah Gulfport Philadelphia, en Formiahty Saili 
eal Charleston to ei New Orleans se Ba a mae a Hew Ys : aii 
on, No ° Baitmore, 
. Londons Ficers, Antwerp lovee Se SHES 
rtsto avre— Antwerp on, vre, werp, Phil. 
an Monthig Sailings _ 2 Sailings a Month Rotterdam, Hamburg, te Glasgow. "Fortnightly Sailings 
Spanish Mediterranean and North Bremen Baltimore, hag hia, New York to 
African Ports (West of Bizerta.) | MISSISSIPPI SHIPPING Cork, sa rt na 
A Sailing every 20 days CO., (Inc.) WATERMAN S.S. CORP. | p.ttimore. New York to Ballast, Dublin, | 
rama INTEROCEAN S.S. CO. New Mobile, Ala. . » Sail 


Co 
a a NAVICA 


bed 


Managing Operators odiatitien 


Managiné¢ 
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Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


June 22—Pensacola, Fla.—Examiner Davis: 
Finance No. 4755—In the matter of the application of the Andalusia, 
Florida & Gulf Ry. Co. for authority to abandon its railroad. 


June 22—Topeka, Kan.—Examiner Ames: 

1. and S. No. 2424—Class rates between Memphis, Tenn., Cairo, Ill, 

and Western Trunk Line points. = 
June 22—Chicago, Ill.—Examiner Smith: 

1. and S. No. 2426—Canned goods, from Minneapolis, St. Paul and 
Minnesota Transfer, Minn., to eastern points. 

14301—Armour & Company vs, Great Northern Ry. 

June 22—St. Louis, Mo.—Examiner Worthington: 

Il. and S. No. 2415—Bridge tolls on coal and coke between East 
Burlington, Ill., and Burlington, Iowa, and other Mississippi River 
crossings. 

—. 22—Washington, D. C.—Commissioner Eastman and Examiner 
osmer: 

15879—Eastern Class Rate Investigation. (further hearing). 

June 22—Washington, D. C.—Director Mahaffie: 

Finance No. 4741—Application of New York, Pittsburgh & Chicago 
Railroad for authority to construct a line of railroad from Alle- 
gheny to Easton, Pa., with certain branch lines. 

June 22—Minneapolis, Minn.—Examiner McChord: 

16576—Delmar Company vs. Great Northern Ry. 

16578—South Side Wood & Coal Co. vs. St. L.-S. F. Ry. et al. 
June 22—Argument at Washington, D. C.: 

15286—Traffic Bureau of Nashville vs. L. & N. R.R. et al. 

15292—Traffic Bureau of Nashville vs. L. & N. R.R. et al. 

15287—Traffic Bureau of Nashville vs. L. & N. R. R. et al. 

Finance No, 2210—Application of the Kansas City Northwestern 
Railway Company for a loan. 


June 22—Kansas City, Mo.—Examiner Witters: 
16723—United Iron Works vs. Santa Fe et al. 


June 23—New York, N. Y.—Chairman Aitchison: 

Nos. 6646, 6664, 6665, 6572, 6708 and 7050—Applications under Pana- 
ma Canal Act of N. Y. O. & W. Ry., Long Island R. R., D. L. 
aw... & N.Y. QA & oh. RR. mR C€. RK. HR. of N.. J, ane 
Pennsylvania R. R., respectively (New York Harbor Service only). 


June 23—Minneapolis, Minn.—Examiner McChord: 
16687—Hansen-Peterson Company vs. Santa Fe et al. 


June 23—Argument at Washington, D. C.: ‘ 
i Paper Makers Chemical Company vs. Ann Arbor 
-R. et al. 
15698—(and Sub. No. 1.)—Kalamazoo Chamber of Commerce et al 
vs. C. & O. Ry. et al. 
16195—Chamber of Commerce, Breckenridge, Tex., et al. vs. Wichita 
Falls, Ranger & Ft. Worth R. R. et al. 
June 24—Argument at Washington, D. C.: 
15508—French Battery & Carbon Company vs. C. & N. W. Ry. et al. 
13878—Chicago Fire Brick Company et al. vs. A. & W. Ry. et al. 
15850—Colgate & Company vs. P. R.R. et al. 
June 24—Minneapolis, Minn.—Examiner McChord: 
La 9 Sub. No. 1)}—J. R. Beggs & Company vs. B. & O. R. R. 
et al. 
June 24—Kansas City, Mo.—Examiner Witters: 
16665 (and Sub. No. 1)—The Southwestern Lumbermen’s Associa- 
tion et al. vs. A. V. I. Ry. et al. 
June 24—Saratoga, Wyo.—Public Service Comm. of bh area 
Fin. No. 4712—Application of Morse Brothers Machinery Supply 
eeny for authority to abandon the Saratoga & Encampment 
ailway, 
June 24—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 365—In re tentative valuation of the properties of the 
Bessemer & Lake Erie R. R. Co. et al. (Further hearing.) 
June 25—Ilwaco, Wash.—Department of Public Works of Washington: 
* Finance No. 4785—In the matter of the application of the Astoria, 
North Shore & Willapa Harbor R. R. for authority to acquire 
control of the Ilwaco branch of the Oregon-Washington Railroad 
& Navigation Co. 





the Commission | 


cy 


June 25—Winston-Salem, N. C.—Examiner Davis: 

Finance No. 4263—Application of Appalachian & Western North 
Carolina R. R. for authority to construct a line of railroad in 
North Carolina and Tennessee, 

June 25—Minneapolis, Minn.—Examiner McChord: 
1. & S. No. 2070—Potatoes, Michigan, Minnesota and Wisconsin to 
Alabama and Tennessee. 
June 7. go at Washington, D. C.: 
16012—F. S. Royster Guano Company vs. Mich. Cent. R.R. et al. 
a 2 re Traffic Managers of Philadelphia vs. B. & 0, 
-R. et al. ° 

13737—Midland Linseed Products Co. vs. Director General, D. L. & 
W. R.R. et al. 

June 25—Washington, D. C.—Examiner Law: 

Finance No. 37:3—Excess income of the El Dorado & Wesson Rall. 
way Company. 

~~: No. 3903—Excess income of the Roscoe, Snyder & Pacific 
Ry. Co. 

June 26—Washington, D, C.—Examiner Kelley: 

* Val. Dkt. No. 367—In re tentative valuation of the property of 
Nashville, Chattanooga & St. Louis Ry. et al. (further hearing), 

June 26—Argument at Washington, D. C.: 

15303—Los Angeles Lumber Products Company vs. Southern Pacific 
Company. 

June 26—Kansas City, Mo.—Examiner Witters: 

16632 (and Sub. Nos. 1 and 2)—Beatty Coal Company et al. vs. A, 
V. I. Ry. et al. 

June 27—Argument at Washington, D. C.: 

15355—Dill-Crosett, Inc., vs. Director General. 

i ee + Match Company vs. Director General, Southern Pa- 
cifis, et al. 

June 29—New York, N. Y.—Examiner Stiles: 

16721—The Central Railroad Company of New Jersey vs. New York, 
New Haven & Hartford R. R. et al. 

June 29—Lynchburg, Va.—Examiner Knowlton: 

1. and S. No. 2431—Cancellation Note 4 Exceptions to Southern 
Classification on water and rail traffic, north Atlantic ports to 
Lynchburg, Va. 

June 29—Chicago, Ill.—Examiner Smith: 
11703—In the matter of intrastate rates within the State of Illinois 
(hearing on petition of Old Ben Coal Company). 
June 29—Washington, D. C.—Examiner Law: 
‘aw ~ 3633—Excess income of the Bessemer & Lake Erie 
’ 0. 
Finance No. 3966—Excess income of the Union Railroad Company 
(of Pensylvania). 
June 29—Washington, D. C.—Examiner Cassidy: 

13583—Burroughs Adding Machine Company et al. vs. Michigan 

Central R. R. et al. 


June 29—Washington, D. C.—Examiner Quimby: 
Val. Dkt. No. 402—In re tentative valuation of the property of 
the Uintah Railway Company. 
June 29—Muscatine, Iowa.—Examiner McChord: 
J. _, S. No. 2391—Clam shells, Minnesota and Wisconsin to Iowa 
points. 


June 29—Lincoln, Neb.—Examiner Witters: 
16612—The Superior Traffic Association vs. Santa Fe et al. 


June 29—Argument at Washington, D. C.: 
15995—The Corporation Commission of the State of Oklahoma et al. 
vs. Santa Fe et al. 

June 29—Chicago, Ill.—-Examiner J. Edgar Smith: 

* 11703—In the matter of intrastate rates within the state of Illinois. 
(Further hearing.) 

June 29—Washington, D. C.—Examiner Trezise: 

* Finance No. 4775—In the matter of the joint application of the 
Yazoo & Mississippi Valley Railroad Company and the Illinois Cen- 
tral Railroad Company for authority to the Yazoo & Mississippi 
Valley R. R. Co. to acquire control, by lease, of the Alabama & 
Vicksburg Ry. and the Vicksburg, Shreveport & Pacific Ry. and 
for authority to the Illinois Central R. R. Co. to guarantee the 
performance of said lease. (Further hearing.) 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





AMERICAN FREIGHT BUREAU 


150 Nassau Street New York, N. Y. 
Established 16 Years 


Managers La Do eesti Cases ee ee cae 
i. mn C. A 
Fonks Ban Audited Overcharge, + 


Reuting and Tracing Less and Damage Claims 


INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 


Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bldg., Detroit 





CHARLES E. BELL 
TRAFFIC ANALYST 
TRAFFIC ANALYSES 


RATE COMPARISONS 
RAILWAY STATISTICS 
' EXHIBITS PREPARED 


630-632 Transportation Bldg., Washington, D. C. 


You can reach Traffic World 


readers each week 
- Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 





BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and T: tion Matters — 
Interstate Commerce and te Commission Cases 


E. W. HOLLINGSWORTH 
Commerce Attorney 


San Francizco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


Oakland 
Bank of Italy Bldg. 
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LOCATION 
anD PROFITS 


be 


HEN a business man sets out 
to find the cause of reduced 
profits and increased cost, 

about the last thing he ever thinks of 

s “Location.” 
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He will cut his payroll when per- 
haps a poor location is making his 
labor costs high. 
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He will improve his machinery 
when perhaps’ excessive teaming 
costs, caused by his location, are 


wasting more money than better ma- 
chinery will ever save. 
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He may even look for a _ better 
Sales Manager, when perhaps his 
very location, due to its lack of eff- 
cient distributing facilities, is putting 
up barriers between him and his trade. 















E do not hesitate to say that 
Location is one of the cardinal 

elements in the success of a 
business, and we are somewhat pleased 
to be able to say that our record of 
success, in transferring businesses 
from locations that throttled to loca- 
tions that foster them, is unusual in 
the industrial development field. 


RSLS 


Hodge, Nicolson 
& Porter, Inc. 


Formerly Hodge, Nicolson & Jamme, Inc. 


Industrial Real Estate 


1782 Illinois Merchants Bank Building 
Chicago, Illinois 
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ELECTRIC FREIGHT | 


THE IDEAL SERVICE 


YOU WANT THE BEST THERE IS 


The territory designated by the map is served by High 
Class Electric Lines on which you can depend when 
shipments are destined to any point shown thereon 


Over-Night Delivery to Many Points 


For detailed information address 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA | 
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United StatesGovernment Freight Services| 
From Atlantic Coast and Gulf Ports 


T/AMERICAN ANTILLES LINE 


New York to Trinidad, 
the Guianas and 
Virgin Islands 


Fortnightly Sailings 


COLOMBIAN STEAMSHIP CO., (inc.) 
17 Battery Place New York City 


Managing Operators 


AMERICAN DELTA LINE 
New Orleans and other 
Gulf Ports 
(except Mobile) 
to 
Brazil and River Plate Ports 
Fortnightly Sailings 


MISSISSIPPI SHI”PING CO., (Inc.) 
New Orleans, La. 


Managing Operators 


AMERICAN DIXIE LINE/AMERICAN EXPORT LINES 


Kew” Orleans to ae United Kingdom 
West Coast Ports and Glasgow 
A Sailing Every 20 Days 
New Orleansto Liverpool and Manchester 
Fortnightly Sailings 
New Orleans —_ RS Ports to London 


Mouth Sailings 
Houston pam | Galveston to 
FE ela ol 

A Sailing every 10 Day: 


UNITED G S.S. CO. (Inc.) 
Whitney Central ae New Guieena, La. 


AMERICAN MERCHANT LINES 
New York to London 


Weekly Sailings 
Baltimore to London 


Hampton Roads 
2 Sailings a Month 

Philadelphia 

Boston 


ndon 
Hull 
Leith 


to 


2 Sailings a Month 


J. H. WINCHESTER & CO., (Inc.) 
17 Battery Place New York City 
Managing Operators 


North Atlantic Ports to all V.editerran- 
eanPortsincluding Adriatic,Black Sea 
and Levant Ports, French Mediterran- 
ean, WestCoast of Italy. 2SailingsaMonth 
North African Ports with Mediterran- 
ean or Adriatic Ports as cargo offers. 
Monthly Sailings Greek, Black Sea Ports, 
Constantinopole Monthly Sailings Malta, 
Greek Syrian Coast Ports and Alex- 
andria. 2 Sailings a Month 
THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 


Managing Operators 


AMERICAN PALMETTO LINE 


South Atlantic Ports to 
Liverpool and Manchester 
Monthly Sailings 
Bremen and Hamburg 
Monthly Sailings 
London, Rotterdam and 
Antwerp 
Monthly Sailings 


THE CAROLINA COMPANY 
Charleston, S. C. 


Managing Operators 


AMERICAN REPUBLICS LINE AMERICAN SCANTIC LINE 


New York 


Boston a 


Bene 
Ports 
Monthly Sailings 
| Philadelphia 
timore 
Jacksonville 
Savannah 


Brazil and 
River Plate 
Ports 


Monthly a 
Philadelphia t River Plate 
Hampton Roads ‘*° Ports 


Monthly Sailings 


INTERNATIONAL FREIGHTING CORP. 
44 Whitehall Street New York City 
Managing Operators 


ATLANTIC 
AUSTRALIAN LINE 


New York to Australian 
and New Zealand Ports 
Monthly Sailings 


UNITED STATES & 
AUSTRALASIA S. S. CO. 
8-10 Bridge St., New York Ci 

Managing Operators 


PAN AMERICA LINE 


New York to 
Rio de Janeiro,Santos, 
Montevideo and 
Buenos Aires 


Fortnightly Sailings 


MUNSON STEAMSHIP LINE 
87 Wall Street New York Ci 
Managing Operators 


burg. 


GULF-WEST 
MEDITERRANEAN LINE 


Tampa, Jacksonville, Savannah 


London, Rotterdam, Antwerp 
Moathty a 


nesteaien “a S 
Monthly Sailings 
Spanish Mediterranean and North 
African Ports (West of Bizerta.) 
A Sailing every 20 days 

TAMPA INTE 
4,Whitney Cent’! Bidg., New Orl’s, 

Managing Operators 


SOUTHERN STATES LINE 


new Orleans toRotterdam, Am 


— Orleans to Bremen 
Hamburg. 
Galveston to Bremen and Ham 


Houston and Galveston to 
Bremen and Rotterdam 
2 Sailings a Month 
Houston to Bremen and Ham 


LYKES BROS.-RIPLEY S.S. 
925 Whitney Central Bldg., 


New je 
Managing Operators 


New York, Boston, 
Baltimore 
to 
Scandinavian and 
Baltic Ports 
2 Sailings a Month 


MOORE & a co. ‘to ) 


5 Broadway w York C ity 
Managing mm... 


harleston to 


panish Atlantic P : 


ROCEAN S.S. CO. 


2 Sailings a Month! 
2 Sailings a Month 
2 Sailings a Month 


2 Sailings a Month 


leans, La 


to 
Havre and Antwerp 
Weekly Sailing 


LYKES BROS.-RIPLEY 
S. S. CO., (Inc.) 


Houston, Texas 
Managing Operators 


AMERICAN DIAMOND LINES 


Philadelphia Rotterdam 
New York to Amsterdam 
Philad “4 pomng every 10 days 

e! 
New York to Antwerp 


A Sailing every 12 days 


Baltimore 
Rotterdam 
meen Roads to Antwerp 


2 Sailings a month 
BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Baltimore e 
Philadelphia 
A Sailing every 20 days 
New York to Danka 
A Sailing every 10 days 
Philadelphia to Bordeaux 
New York St. Nazaire 
A: Sailing Every 20 Days 
COSMOPOLITAN SHIPPING CO., (Inc.) 
42 Broadway New York City 
Managing Operators 


AMERICAN PIONEER LINE 


North Atlantic Ports to 
China and Japan 
Monthly Sailings 
Philippines & Dutch h East Indies 
Monthly Sailings 
Gulf Ports to Far East 


(China, Japan and Philippines) 
Monthly Sailings 
ATLANTIC GULF AND 
ORIENTAL S. S. CO., (Inc.) 


17 Battery Place, New York City 
Managing Operators 


AMERICAN 
SOUTH AFRICAN LINE 


New York 
to 
South and East African Ports 
Monthly Sailings 


A. H. BULL & COMPANY, (Inc.) 
40 West Street New York City 


Managing Operators 


to 


Bremen 


Mobile, Ala. 


New York 
to 
Bremen 


UNITED STATES 
45 Broadway 


Mobile, Pensacola, 
Gulfport , 


Fg aN, 
on, vre, Antwe 
Rotterdam, Rew statu , ~~ — 


WATERMAN S.S. CORP. 


Managing Operators 


Weekly Sailings 


AMERICAN DISPATCH LINE 


Gulf Ports (except New Orleans) 
to 
East Coast of South America 


A Sailing Every 3 Weeks 


MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


New York to India 
Monthly Sailings 


ROOSEVELT STEAMSHIP 
COMPANY, (Inc.) 


44 Beaver St. New York 
Managing Operators 


AMERICAN PREMIER LINE 


Gulf and S. Atlantic Ports to 
French Mediterranean, 
West Coast of Italy 
4 Sailings a Month 
Adriatic Greek Levant, 
Constantinople, Malta, 
North Africa, (East of Bizerta) 
Monthly Sailings 
UNITED GULF S. S.CO., (Inc.) 
Whitney Central Bldg., 


ew Orleans, 
Managing Operators 


AMERICAN 
WEST AFRICAN LINE 


New York 
(Gulf via New York as offers) 


to 
Azores, Canary Islands, Madeira 
and West Africa 
Monthly Sailings 
A. H. BULL & COMPANY (Inc.) 


40 West Street New York City 
Managing Operators 


MISSISSIPPI VALLEY/MOBILE OCEANIC LINE ORIOLE LINES 
EUROPEAN LINE 


New Orleans 
to 
Havre— Antwerp 
2 Sailings a Month 


MISSISSIPPI SHIPPING 
O., (Inc.) 
New Orleans, La. 
Managing Operators 


Baltimore, Hampton Reads to 
Foaen, F Bowe rightly Sailings 
spamasigiin, Bortes to Liverpool,Man- 
Fortnight! Saili 
= wlll ~~ = Roa ew York 
to Manchester, A mgr = 
$ > 10 
sr ami, Pa 
tnight 
ohi ii, New York to 


Baltimore, ang 
Cork, =e 
a eee Sailings 
Baltimore, NewYork to arr 
CONSOLIDATED NAVIGA N 


ON C 
Managing Op erators 


TEXAS STAR LINE|UNITED STATES LINES) YANKEE LINE 


Ssueten and Gdicesten New York to Southampton | Baltimore, Hampton Roads, 
A Sailing every 3 Weeks 


Philadelphia, Boston 
to 
Hamburg and Bremen 


2 Sailings a Month 


ROGERS & WEBB 


LINES | 
New York City |110 State Street Boston, Mass. | 
Managing Operators 


Managing Operators 


| 
| 



















LIMS 


Storage 
Warehouses 
in Britain 


LONDON, MIDLAND & SCOTTISH 
RAILWAY OF GREAT BRITAIN 


“THE BEST WAY” 


350 Warehouses. 
Ten million feet of floors pace. 


The cheapest and most conven- 
ient form of storage in Britain. 






ie ama aw ah 
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vali Tm iz 
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Exporters 


“Your Own” Warehouse 
in Great Britain 


No matter what your exports may be—in 
what market you are operating—there is 
one of the 350 L. M. S. warehouses in the 
heart of that market— “Your own ware- 
house”—as advantageously situated as 
though you had selected the site yourself. 


All rail connected —trucking and trans- 
fer charges are eliminated while L. M. S. 
warehousing charges themselves are as low 
as any in the country. 


Traffic Managers and Freight Forwarders 
should investigate at once the many advan- 
tages of using the L. M. S. chain of ware- 


houses. For information, address: 


THOMAS A. MOFFET 


Freight Traffic Manager in America 


LONDON, MIDLAND & SCOTTISH 
RAILWAY OF GREAT BRITAIN 


One Broadway New York 


SE cries her ane tae tel ed 


Lote aya MBA SATIRE EP ESE ET 


pete ee erne eR Riedl oe Se baie eins eae 


June 2 
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” DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 

all points South. Close affiliation with the lines listed below makes this an 

ideal route for the rapid movement of shipments throughout this section. 
Canadian Pacific Railway 
Canadian National Railways 
Quebec, Montreal & Southern 


Boston & Maine 
Boston & Albany 


Pennsylvania 


} via Rouses Point, N. Y. Lehigh Valley 
Central R.R. of N. J... . 


via Mechanicville, N. Y. Erie 
via Albany, N. Y. Lackawanna 
Lehigh Valley 
And Their Connections 


| via Wilkes-Barre, Pa. 


via Binghamton, N. Y 
via Owego, N. Y. 





DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxillary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 
HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 
DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 saaee a ty N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, Ackley, Division Freight Agent, 


D & H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
BOSTON, MASS.—Telephone Main 1323 
F. H. Wheeler, New England Freight Agent, 
429-430 Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 
H. W. Haas, General Agent, 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
J. A. Flanders, Jr., General Agent, 
838-839 Transportation Building, 
608 South Dearborn Street 
MONTREAL, QUE.—Telephone Main 0638 
James Fitzsimons, General Canadian Freight Agent, 
238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
Max V. Beckstedt, General Agent, 
1446-48 Woolworth Building, 
233 Broadway 


You Main Street 
PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 
8. Y. Baldwin, General Agent, 
513-514 Bessemer Building 
H. A. DIETZ, General Traveling Coal Agent, 
513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751, Con. 557 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Olive 1651 
J. B. Stewart, General Agent, 
1021-1022 Pierce Building 
TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Station 


. G. Story, General Freight Agent, Albany, N. Y. 
. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
. W. Nyland, Coal Freight Agent, Albany, N. Y. *e 
. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


W. J. MULLIN, 
99 General Traffic Manager 


J. T. LOREE, 


Vice-President and General Mgr. at 


ALBANY, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
ROUTE OF BETWEEN NEW YORK AND MONTREAL ROUTE OF 


THE MONTREAL LIMITED 


THE MONTREAL LIMITED 
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EDMONTON 


VANCOUVER 


>WINNIPEG 


STHIEF RIVER FALLS 


"PORTLAND 


MACKINAW 
city 


“MENOMINEE 








oMANITOWOC 


FREIGHT SERVICE 


Between 
All Points in the East and South 
and 
Northwest, Western Canada 


North Pacific Coast 


ML CHICAGO - St PAUL 
ve MINNEAPOLIS o 
} the PACIFIC COAST 


>” i2 BANFF» LAKE LOUISE® FIELD» GLACIER: VAN- 
COUVER: VICTORIA (cPs.s LINE) azo’ SEATTLE (C.P SS. LINE) 








To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN ‘TRIPLI« 
CATE. This document must be delivered railroad agent at initial point with the shipment and 
accompany same to Canadian port of entry.) 


> SS 
















AGENCIES Pittsburgh, Pa., 2041 Oliver Bidg. Dy. 
Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 55 Third St. H//; 
Buffalo, N. Y., 409-410 Iroquois Bie. Los Angeles, Cal., 605 So. Spring St. 8t. Louis, Mo., 2050 Railway Exch. Bldg. Yj) 
Chicago, Ill., 707 Standard Trust Bidg. Memphis, Tenn., Porter Bidg. St. Paul, Minn., 1112 Merchants Nat’! Bank Bldg. ld, 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. San Francisco, Cal., 675 Market St. Yh Y 
Chippewa Fate, Wis. 913 yy Bidg. * Sault Ste. Marie. Mich. . 
Cincinnati, O., 709 Traction Bide. Minneapolis, Minn., Soo Line Bidg., Sth St. Seattle, Wash., 608 2nd Ave. » Wi) 
Cleveland, o.. tA prost Site. Seen and Marquette Ave. Spokane, Wesh.. 1006 Old Nat'l Bank Bldg. f 
. “. Press E : eenah, Wis. ior, Wis. 
Duluth; Minn., 320 West Superior St. New York, N. ¥., Woolworth Bldg. Tacoma, Wash., 1113 Pacific Ave. 
Grand ag Mich., 414 Linquist Bldg. Omaha, Neb., 1035 W. O. W. Bidg. Waukesha, Wis. 
Ma Indianapolis, Ind., 522 Merch. Bank Bidg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Winnipeg, Man., 603-604 Lombard Bldg. Mv 
kd Our Freight House Terminals at DULUTH are Joint With Dulath, Missabe and Northern Ry. t 4 
Ay 
ROUTE YOUR FREIGHT---CARE SOO LINE gy 
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eS eC 













June 27, 1925 


THE TRAFFIC WORLD 


LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


* Binghamton 
Buffalo 
Cedar Rapids 
Chicago 
Cincinnati 
Cleveland 
Columbus: 
Cortland 
Council Bluffs 
Decatur 
Denver 
Des Moines 
Detroit 
East St. Louis 
Elmira 
Erie 
Fort Erie 
Fort Wayne 
Fostoria 
Grand Rapids 
Indianapolis 
Ithaca 
Jackson 
Kansas City 
Los Angeles 
Louisville 
Memphis 
Milwaukee 
Minneapolis 
Muncie 
Nashville 
Omaha 
Oswego 
Peoria 
Pittsburgh 
Port Huron 
Portiand 
Rochester 
Saginaw 
Saint Louis 
Saint Paul 
San Francisco 
Seattle 
Scranton 
South Bend 
Syracuse 
Toledo 
Toronto 
Utica 


TO 


Second Morning 

” 

Sixth 
Fourth 

” 
Third 
Fourth 
Second 
Seventh 
Fourth 
Ninth 
Sixth 
Third 
Fourth 
Second 
Third 
Second 
Fourth 
Third 
Fourth 

” 

Second Affernoon 
Fourth Morning 
Sixth ” 
Fourteenth 
Fourth ” 
Sixth ” 
Fifth ” 
Seventh wn 
Fourth ” 
Fifth ” 
Seventh 
Second Afternoon 
Fourth Morning 
Third ” 

” ” 
Fourteenth 
Second 
Fourth 

” 

Seventh 
Fifteenth 
Fourteenth 
Second 
Fourth 
Second 
Fourth 
Third 
Second 


NEW YORK 
TRANSFER, 


FROM 
Ampere 
Athenia 
Bloomfield 
Boonton 
Delawanna 
Harrison 
Hoboken City 
Hoboken Shore Railroad 
Jersey City 
Lyndhurst 
Newark 
Orange 
Passaic 
Paterson 
Watsessing 
And other New Jersey points 


35th St. 
arlem Transfer 


Long Island City 


Poster Dist. 


Se Terminal 
Cs AN Wallabout 
a wk 0 Sa 


By St. 
Ln. Y. Docks 


AY Ore 


SW) St. 
Bush Docks. 


Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and _ other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa. 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. - 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 


Not Necessary to Designate Any Special Station, 


Pier or Train. 


Simply Route “LACKAWANNA” 


%-First Morning from New York Piers and Hoboken City, 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


LACKAWANNA AGENCIES ST. PA 


BOSTON, 

80 Federal Street 
BROOKLYN, 

32 Court Street 
BUFFALO, 

Lackawanna Terminal 
CHICAGO, 

111 West Jacksen Blvd. 
CINCINNAT 


L 
4th National Bank Bldg. 


CLEVELAND, 
308 Park Building 


DETROIT, — 

Ist National Bank Bldg. 
EASTON, PA. 

402 Northampton Street 
INDIANAPOLIS, 

410 Guaranty Building 
KANSAS CITY, 

Railway Exchange Bldg. 
MILWAUKEE, 

1316 Majestic Building 
MINNEAPOLIS, 

Metropolitan Life Bldg. 


NEWARK, 

786 Broad Street ° 
NEW HAVEN, 

39 Church Street 
NEW YORK CITY, 

302 Broadway 
PHILADELPHIA, 

1302 Finance Building 
PITTSBURGH, 

428 Park Building 


ST. LOUIS, 
112 North 4th Street 


UL, 

605 Pioneer Building 
SAN FRANCISCO, 

823 Monadnock Bldg. 
SCRANTON, 

a a Station 
SEATTL: 

1312 " Cc. Smith Bldg. 
SYRACUSE, 

Lackawanna Statien 
TOLEDO, 

438 Nichelas Building 
TORONTO, 

1602 Royal Bank Bidg. 
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SOUTHERN PACIFIC LINES 





Where they reach 





Where to reach them 


(“ea 


SOUTHERN PACIFIC LINES 


“Southern Pacific” Type 
4—10—2 


These mystic numbers refer to the wheels supporting the engine .proper— 
see picture—i. e. 


4 (under Pony Truck) 10 (Drivers) 2 (Under Cab) 


These new and most powerful single unit locomotives yet designed are 
now coming out of the shops. They are to be used in hauling passenger and 
freight trains over the Sierra Nevada Mountains, where maximum grade is 
2.2% (meaning vertical rise of 2.2 feet to every 100 horizontal feet). 

















Description 
Pe eee eer Tee ree rT Southern Pacific 
ee rae 4-10-2 
Weight on drivers....................315,000 Ibs. 
oS rey 440,000 Ibs. 


Total weight of locomotive and tender.682,400 Ibs. 
Maximum tractive power............. 96,530 Ibs. 


“Southern Pacific” Type assures efficiency. 


® Address ‘‘General Agent, Southern Pacific Lines’’ & 
—The Postman Knows Him. 
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